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Hot Bearings Studied 


-JN AN analysis recently made by a superintendent of 

equipment of a large railway system of causes which 
contribute largely to hot bearings several interesting 
points were brought out. The most serious causes were 
mechanical defects, such as excessively worn fits be- 
tween the bearings and their housings and also between 
the housings and the motor frame. In some cases in 
taking up this wear by canvas shims, the thin bronze 
shells of the bearings had been forced inward, so as to 
clamp the axle too tightly. The introduction of mud 
or dust into the bearing housings, while the covers 
were open for lubrication, was shown to be another 
source of trouble. Loose, lost or badly fitted covers 
also permitted the entrance of dust and water while 
the cars were in service. 

Other causes for hot bearings included broken bab- 
bitt, bearings turning in their housings, dust collars 
missing and check plates broken. 

On many railways the lubrication of bearings is done 
by night forces, and as the clearance between the 
motors and the car framing is small, where cars are 
not provided with trapdoors the oiler must reach over- 
head and pour his oil blindly into an opening which he 
knows exists. Under such conditions dirt and mud are 
almost sure to fall into the housing, and in time this 
will filter through the waste and grind out the bearings 
and shafts. 

It is thus seen that lubrication of motor bearings 
includes much besides the proper choice of a lubricant 
and the decision as to the amount to be used. An exten- 
sive study of the amounts of oil used, period of oiling 
and number of hot bearings on 57 railways is presented 
in this issue. A very valuable article by Mr. Bethel on 
packing bearings was published in this paper April 
eo, 1924. 


Old Goods 
in a New Package 


JF YOU walk through the shops of the street railway 

company in a certain large and rapidly growing city, 
you will see a number of ancient cars being completely 
rebuilt. 

“When we. get through,” said the master mechanic 
proudly, “‘we will have practically a new car.” 

So far as material goes, his statement is true. 
Almost the only part of the old car which is being 
retained is the monitor deck roof. New side posts, new 
Sills, new floor, new platforms, new sheathing, and 
hew equipment are being used. Physically the rebuilt 
car will indeed be “practically a new car.” 

_ But, in spite of all that, it will not be a really new 
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car. It will not look like a new car. It will have an 
old-fashioned and inconvenient arrangement of seats, 
doors and steps. The excess weight so commonly found 
in obsolete types of cars will be retained in this rebuilt 
vehicle. The symmetry of line, which is a noteworthy 
feature of many modern cars, will be lacking. In fact, 
the very portion of the old car which is being so care- 
fully preserved, the monitor deck roof, is one of its 
least attractive features. 

On paper this railway can show that the immediate 
expenditure is less than would be required to purchase 
an equivalent amount of new rolling stock. But it 
is extremely doubtful whether this capital saving is 
enough to pay for hauling the excess weight over the 
road day after day. The fact seems to have been over- 
looked that under the guise of economy, the railway is 


offering the public old goods in a new package. No 
such policy can succeed for long. 
The public likes to ride in modern street cars. The 


fact that a car has new window posts, new sills, new 
running gear, etc., has no special appeal to the passen- 
gers. If the vehicle has the lines of an old car, it is 
an old car in their eyes. That being the case, it would 
be a much sounder policy to invest money in really new ~ 
cars that will have a definite merchandising value and 
reduce operating expenses, than to put even a smaller 
amount of money into vehicles which can never be really 
modern in appearance or design, or satisfactory to the 
patrons. 


Making the Stores System Serve 
the Men, Not the Men the Stores 


OST electric railway shop foremen realize that 

the efficient handling of materials used in main- 
tenance work has much to do with shop efficiency. Few, 
however, can point to definite savings that have been 
accomplished by rearrangement of the supply system to 
assure that materials will be ready when needed and 
close at hand. One master mechanic, however, claims to 
have increased the output in truck overhauling 25 per 
cent by close attention to materials needed for replace- 
ment, such as bolts, nuts, rivets, truck brake levers, 
brake shoes, hangers, wheels, gears, etc. 

A space immediately adjacent to the truck overhaul- 
ing department has been arranged for the systematic 
storage of small quantities of the material needed in 
truck overhauling. By having this near the work much 
time is saved in getting parts, and by having the stor- 
age systematically arranged the various parts needed 
can be found quickly when required and without the 
long waiting often involved at the central store room, 

Previous to the inauguration of this system the men 
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lost considerable time in going to and from the general 
shop supply room to get replacement parts. It was also 
necessary often to issue rush orders to other depart- 
ments. New brake hangers were required and the forge 
shop had to supply them immediately; welding repairs 
were needed for various truck parts and the work was 
rushed through the welding department. By providing 
a few spare parts such as are needed most frequently 
this class of rush work has been done away with. When 
used, they are replenished from the central store room, 
and drawing the stock from the central store room for 
the unit store room serves notice on the storekeeper to 
replenish his stock, in advance of the actual need for it 
by the overhauling unit. 

As goon as possible after trucks have been removed 
from cars and placed in the overhauling shop, the fore- 
man or assistant foreman makes an inspection of the 
equipment and lists parts that need replacement or 
require work of other departments. This list is handed 
to the man designated to see that the repair parts 
needed are kept on hand in the truck repair storage. 
The overhauling crews are instructed as to parts that 
should be replaced and other special work that must 
be done in addition to the regular cleaning and over- 
hauling. 

By this systematic procedure, substantial economies 
have resulted and the morale of the shop forces has been 
increased as the men are relieved of chasing up material 
and can concentrate their effort entirely on truck 
overhaul. 

Space for overhauling repairs in most electric rail- 
way shops is at a premium and shop efficiency on a 
man-hour basis is exceedingly low, but by some small 
changes in storage and requisition methods economies 
are possible. 


Public Sentiment Prevails 
in Pittsburgh Strike 


HE strike of the Pittsburgh Railways trainmen 

over last week-end was quickly settled in the court 
of public opinion. Sentiment was overwhelmingly 
against the demands of the men for substantial wage 
increases. This, coupled with very prompt and decisive 
action on the part of the Mayor to protect the property 
of the railway at all costs, soon made union officials and 
men realize that the strike was a miserable failure. So 
they voted to go back to work on an offer of the com- 
pany to pay the same wages and in addition half the 
cost of one uniform during the two years covered by the 
agreement, which means that the company will con- 
tribute about $14.25 per man above his wages during 
the contract. 
The Pittsburgh management is to be congratulated on 
its positive though kindly stand toward this wage 
proposal. Not only has the outcome been of value to 
the industry, but it will make it possible for the Pitts- 
burgh company to work itself into a secure position, 
insuring a high grade of service to local people. The 
public seemed to understand the gravity of a wage 


increase at this time, and having been shown by the 
plain facts that the street car men’s wages were not out 


of line with those in comparable lines of work, and were 
among the very highest in the street railway field, its 
disapproval of the proposal was plainly manifested. 
Of course, it is rather natural to try the metal of a 
new management, but there is not likely soon to occur 
another strike in Pittsburgh unless the position of the 
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men is altogether more tenable than on this occasion. 
The men now know that while being considerate and 
sympathetic of their views, the present management can 
also be firm and final when it says that an increase in 
wages is not financially possible. 


Transportation 
vs. Paving 


HE petition of Gen. Lincoln C. Andrews, receiver 

for the New York & Queens County Railway, 
requesting permission of the New York Supreme Court 
to cease operation and surrender the railway’s fran- 
chise brings into bold relief the inequitableness of 
requiring a railway to pay for paving in the track zone. 
Here is a company whose gross revenue for the current 
year will be about $650,000, and it is now ordered by the 
Hylan Administration of New York City to assume a 
paving expense in 1924 of $340,000. The company is in 
receivership and is located in a territory poor from 4 
transportation point of view. While serving 40,000 
passengers a day, the 5-cent fare imposed by the 
dictates of the same city government, and the conditions 
of the traffic are such that it would only be by the most 
careful management and removal of all unnecessary 
obligations that the railway could possibly be made to 
pay its way. 

As a matter of fact, since the present receiver took 
charge, a little over a year ago, an operating deficit of 
some $30,000 a year has been turned into an apparent 
net of about the same amount. This $60,000 increase, 
nearly 10 per cent of the gross revenue, under condi- 
tions existing on the property, is an achievement worthy 
of praise, as it has been due to the progressiveness of 
the management and the introduction of sensible econ- 
omies. The improved financial condition has made it 
possible to continue giving trolley service in a section 
where no other transportation facilities are available. 

But all the recognition the city has given for this 
effort is as noted—a proposed paving assessment of 
$340,000, or over 50 per cent of the year’s gross. The 
impossibility of paying such a charge is evident. If the 
company continues operation and the work is started 
the cost will become a lien against the property and will 
wipe out the remaining equity of the bondholders. 
Under the circumstances General Andrews had no othei 
course than to apply to the courts to shut down in 
order to protect the bondholders’ equity as far as pos- 
sible. Incidentally this petition may serve so to arousé 
the community that measures of relief may be demanded 
of the city administration so that transportation can be 
continued. 7 q 

But regardless of the outcome, this case is an object 
lesson—perhaps to railway managements as well as 
city officials. It warns managements that no stone should 
be left unturned to make impossible a cessation of oe 
for a reason such as this. The old franchises that co! 
tain clauses permitting city officials to continue impos 
ing heavy paving burdens can be corrected if the pe 
of the community are sufficiently enlightened as to the 
facts. A good many companies have succeeded ir 
getting relief from the paving burden in the last 
years. As to the lesson for city officials, if the Quee 
line is forced to shut down the incident should serve - 
show that it is impossible to get blood out of a turnip 
that the traction corporation is really unable to pay fe 
anything except in so far as the revenue from rid 
makes such payments possible. 
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Lubricating Practice for Electric Cars 


An Analysis of the Quantity of Lubricant Used, the Period of Oiling, and 
Methods of Applying the Lubricants as Found from a Study 
Covering 57 Electric Railway Properties 


besides the amount and quality of the oil used. 

Bearings differ in material and clearances; 
wear throws the axles out of alignment; temperature 
influences the rate of flow of the lubricant; bad track 
sonditions produce hammer blows that affect the effi- 
siency of the bearings; dirt becomes mixed with the 
lubricant and stops its flow; the waste used for packing 
pecomes glazed, falls away from the axle, or fails to 
szonduct the required quantity of oil, and there are a 
score of other conditions that could be enumerated 
which result in overheating of bearings and damage to 
the equipment. 

The lubrication problem is thus not confined to a 
shoice of oil and grease and to the best methods of 
applying them, but if a serious study of operating con- 
litions is made and an efficient organization is used 
for handling ‘and applying the lubricant, much will be 
accomplished in keeping bearing. troubles down. 

In order to obtain information which would show 
the various lubrication methods employed, the inspec- 
ion period and quantity of lubricant used and the 
results obtained, the editors of this paper have gath- 
ared information during the past 12 months from 57 
slectric railways varying in size from a road operating 
18 cars to one operating 3,592 cars. The total cars 
reported on was 31,543. This information has been an- 
alyzed and the results are given herewith. Additional 
information has been obtained from lubricating engi- 
neers as to conditions which they have found on various 
lectric railway properties and improvements that have 
produced beneficial results. 


WY things contribute to faulty lubrication 


LENGTH OF THE OILING PERIOD 


The parts which determine the shortest inspection 

period are the armature, axle and journal bearings. 
information was obtained as to the different bases used 
for inspection and oiling. Of the 57 replies received, 
31 companies use the mileage basis for the majority 
af their lubrication; 24 companies use a time basis, 
and two companies use a car-hour basis. On many of 
the railways a combination of both mileage and time 
dasis is used. In this case a definite basis, either 
nileage or time, is established for the important parts 
of the equipment, and the other parts are lubricated 
Mn a basis which works in conveniently with this. 
_ In recent years, several railways have been inspecting 
and oiling cars on a kilowatt-hour basis, but as it 
happens, none of the 57 roads covered in this survey 
had taken up this latest basis. 

The basis for oiling armature and axle bearings is 
the same on nearly all railways, and where a mileage 
basis is used, the most common unit is every 1,000 
miles. Table I, on page 764, shows the units used 
for inspection and oiling and the number of railways 
which reported using each plan. Of the 31 railways 
which reported using a mileage basis, sixteen inspect 


their equipment every 1,000 miles. The next highest 
number using a definite mileage was three companies — 
which inspect every 1,200 miles. 

Where the time basis is used, inspection periods of 
one week are the most common. Of the 24 companies 
reporting as using the time basis, seven companies in- 
spect every seven days, four every 14 days, and three 
reported using periods of 10 and 30 days. The two 
companies which reported using a car-hour basis in- 


Motor Housings Are Exposed to Wheel-Wash and with Covers 
Encased in Mud It Is Almost Impossible to Keep 
Grit Out of Oil Chambers 


spect every 110 car-hours and every 200 car-hours 
respectively. 

Aside from armature and axle bearings, the other 
parts which are lubricated have a much larger varia- 
tion in the lubricating basis used. Thus, from the 
replies received it is evident that the truck journal 
bearings require less attention than the armature and 
axle bearings, and where a time basis is used, a number 
of railways give attention to such journal bearings 
only on every other inspection period. Thus, where a 
weekly inspection basis is used, the journal bearings 
are given attention only every two weeks, and where 
the two-week inspection period is used, only once a 
month. 

An analysis of the period used for oiling other parts 
shows that after the shortest unit for the inspection 
period has been determined, the most common practice 
is to use some multiple of this for lubricating other 
parts. In checking over the information gathered, it 
appears that journal bearings, motorman’s valves, con- 
troller fingers and trolley wheels are most frequently 
oiled on the same basis as armature and axle bearings. 
The parts which are most frequently lubricated at every 
other inspection period are gears, compressors and side 
bearings. At approximately every fifth inspection 
period attention is given to controller cylinders and door 
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engines, while parts that require the least lubricating 
attention, such as center plates and brake cylinders of 
cars, are given attention every tenth inspection period. 


QUANTITY OF OIL USED 


Of course, the amount of oil added to each individual 
bearing at each inspection depends on the length of 
time or mileage between the oiling periods and also 
upon service conditions, the size of equipment and 
number of motors, the location of bearings, such as at 
the pinion or commutator end of armature or axle. 
Many railways maintain a definite height limit of oil in 
the various housing chambers and sufficient oil is added 
to bring this height to its maximum level. Under these 
conditions the amount added at a time will vary. Where 
definite amounts are specified for armature bearings 
oiled on a 1,000-mile basis, from 4 gill to 1 gill igs the 
normal requirement. These quantities also apply to 
armature bearings oiled on a time basis where the 


Lost Covers for Journal Boxes Do Not Protect Packing 
and Journals from Dirt 


interval is approximately one week, and on the two-week 
basis the quantities are doubled. 

For axle bearings the quantities used are less than 
for armature bearings, but the average for the 1,000- 
mile basis is still between 3 and 1 gill, and on a weekly 
basis, 4 gill is found to be “aged most frequently. 

Many railways have very complete lubricating sched- 
ules, in which the various types of equipment are 
divided into classes and the amount of lubricant, to- 
gether with the inspection period, is given for each 
class. A few details taken from three answers show 
average practice and the variations that must neces- 
sarily result. These three railways were selected be- 
cause they represent a small, an average and a large 
system, operating under different climatic conditions. 
Thus, one is in the extreme north, one in the central 
and the other in the southern section. 

The Northern Ohio Traction & Light Company, Ak- 
ron, Ohio, which operates approximately 402 passenger 
cars, nearly all of which have four motors each, stated 
that armature bearings for the Westinghouse 101-B2, 
307 and 307-V and General Electric 204 motors are 
oiled every seven days. The armature bearings of 
Westinghouse 532-A are oiled every 15 days, using 8 
gills of oil per car. The armature bearings of General 
Electric 240 and Westinghouse 333-V2 motors are oiled 
every 1,500 miles and 12 gills of oil are used per car. 
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TABLE I—INSPECTION AND OILING PERIODS FOR ARMATURE 
AND AXLE BEARINGS 


Mileage Basis Time Basis : | 
Number Period in Number 
Miles Railways Days Railway: 
500) creeks 0c accactclen tees ] | 
500 t0600. ice tee eee 1 
500°t6:1;000 2 ih ceeiercne noe 2 
500 to '2,000) oar cnc erect 1 
rh t0/2,0005. 525 20h ee i 
11000: Se ee eee 16 
1,000 to 1,200 ] 
1, “000 to De 500. . y 
1,400 to 2,000.............. 1 a 
Total..2..:).¢.0010 
3,000). sack eats akran rate 2 Car-Hour Basis >. 
— 1 10.car-hours. ... 52s cata see Lie 
Total... 3 epee oe eee 31 200‘car-hours:.2 2!) ssseee ee 1 7 
Total s.:.\csne. a ae eee bs 


Axle bearings on old-type motors are oiled every seven 
days, while the later type motors are oiled every “4 
days, using 4 gills of oil per car. 

The journal bearings are oiled every 30 days and ake 
entirely repacked once a year. Gears are lubrica 
every 30 days, when an_average of 1 lb. of grease per 
gear is added. Compressors are given attention at 
every third inspection and the average quantity of 
compressor oil used per car per month is 4 gal. Side 
bearings, motorman’s valves, controller fingers and con- 
troller cylinders are inspected and greased every three 
days. Brake cylinders are inspected every three days 
and are lubricated twice per year and door engines are 
inspected every three days and repacked once a year 
with hard grease. Center plates are lubricated once a 
month. 

On the Montreal Tramways, which operates 1,246 
passenger cars, armature and axle bearings are oiled 
weekly for regular cars and monthly for types of cars 
which perform less than 500 miles per month. Regular 
cars average 4 gal. per inspection and extras about 
a; gal. per inspection. The routine inspection of jour- 
nal bearings is carried out each spring and fall. An 
average of 1.4 gal. of oil per car per year is used. 
This includes new oil used when wheels are changed. 
Gears are given attention weekly, but the lubrication 
requires but one egg-cupful every fourth a 
Compressors are inspected weekly and an average of 
vo gal. per car is used. Motorman’s valves are lubri- 
cated weekly with solidified oil. Controller fingers 
cylinders and trolley wheels are inspected weekly, 
controller fingers are again inspected the fourth ni 
after. a 

Side bearings are inspected for clearance weekly. 
but they are lubricated only four times per year, using 
+ pint of oil per car. Old-style center plates are lubri- 
cated with heavy grease on each inspection. Bré 
cylinders are lubricated at the general overhaul perio¢ 
about once in 18 months. ' 

The Memphis Street Railway Company, which ope 
ates about 275 passenger cars, lubricates armature ar 
axle bearings of G. E. types 57 and 67 motors every 50 
miles, using about 3 gill per bearing. G. EK. 80 and 2 
motors are lubricated on a 1,000-mile basis, using 1 gi 
per bearing. Truck journal bearings are repa 
every 10,000 miles. Gears are given attention w 
using about + lb. of grease per gear, and compressors 
are given attention every 15 days, when.an average 
3 pint of oil is added. Trolley wheels are given atte 
tion daily, a few drops of compressor oil being 2 
for lubrication. Side bearings are oiled weekly y 
track oil. Brake cylinders are lubricated every 10,06 
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tiles with brake cylinder compound. Motorman’s 
alves receive weekly inspection, about 4 gill of oil being 
sed. Controller fingers are lubricated with vaseline, 
nd the cylinders are oiled weekly with about 4 gill 
f compressor oil. Trolley wheels receive a few drops 
f compressor oil daily. ; 


THREE PRINCIPAL CLASSES OF RAILWAY LUBRICANTS 


The three principal types of lubricants used by elec- 
rie railways are car oil, compressor oil and gear grease. 
nformation in regard to the quantities of these three 
lasses used by the 57 railways is shown in Table II. 
‘his table also shows the quantities used per car owned 
y the various railways and also contains information 
n regard to the number of pull-ins per month that 
ceurred on these railways during the last six months 
f 1923 for hot bearings. 

An analysis of this table shows a wide variation in 
he quantities of lubricants used, and in some cases it 
; evident that the figures do not indicate the exact 
ondition. Where blank spaces occur in the table in- 
ormation was not available, so that definite conclu- 
ions could not be reached. 

The number of gallons of car oil per car per year 
aries from a minimum of 3.4 gal. to a maximum ot 
2.3 gal. A total of 502,776 gal. of car oil was used 
or 29,674 cars. This is an average of 16.9 gal. of 
ar oil per car per year. Even though the variation is 
ery great, it appears that the average results should 
ndicate very closely the quantities required under 
verage conditions. Ordinarily it is not possible to 
ompare the lubrication of two independent properties 
mn a car basis, as the amount of lubricants used for 
earings and gears is in reality a function of the 
umber of motors used, the severity of service and type 
f oil used. Some roads use two-motor equipments en- 
irely, while others may have a majority of four-motor 
quipments. Also the age of the equipment has much 
90 do with the amount of lubricant needed. Some of 
he older type motors are still arranged for grease 
ibrication, and due to worn parts more lubricant is 
equired than would be necessary for modern up-to-date 
1otors. The mechanical condition of the equipment 
ndoubtedly has a very important bearing on the 
mount of lubricant used, and certainly service condi- 
ions affect it. And a road. with few cars operating 
large mileage per day will certainly require more oil 
han one with a greater number of cars operating less 
liles per day. | 

Considering the amount of compressor oil used the 
able shows a total of 72,357 gal. for 28,286 cars. This 
3 an average of 24 gal. of compressor oil per car per 
ear. Here again the car basis of comparison is not 
trictly accurate, since the amount of compressor oil 
sed will vary with the number of compressors in 
ctive service. 
‘The amount of gear grease used alsé shows a wide 
ariation and it is evident that many of the roads 
ave given total amounts of gear grease purchased, 
icluding that used for other purposes than the lubri- 
ation of gears. The tabulation shows a total of 519,- 
93 Ib. as used for 28,685 cars. This is an average of 
8.1 Ib. of gear grease per car per year. 

The average figures should give-a very accurate idea 
f the total amount of these three classes of lubricants 
sed by the electric railway industry. The statistics 
ublished in the Jan. 5, 1924, issue of ELECTRIC RAIL- 


The Rapidly Rotating Gears Are Sure to Throw Grease to Any 
Crack or Opening in the Gear Case Where it 
Oozes Out and Falls to the Street 


WAY JOURNAL show a total of 105,000 cars used by 
electric railways in the United States. Taking the 
average amount of the three classes of lubricants as 
shown in Table II, there is indicated a total annual 
consumption of 1,774,500 gal. of car oil, 262,500 gal. of 
compressor oil and 1,900,500 lb. of gear grease by the 
electric railways for lubrication of roiling stock. 


A Satisfactory Gear Lubricant Must Stick to the Teeth 
of the Gears and Pinions - | 
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TABLE II—QUANTITIES OF CAR LUBRICANTS USED, AND PULL-IN RECORDS FOR HOT BEARINGS AS SHOWN BY 


DATA FROM 57 ELECTRIC RAILWAYS 


Pull-In Record for Hot San 


Last Six Months of 19 
Perea ee Shoe 3 Cent of 
5 i Year Gallo: or Oil Used Pounds Gear Grease Us ars assenger 
Core. Ridin by Gal. Car Oil Used per ms pope F oer Vane Poel in Cars Pulte it 
Total Passenger Total Per Car Total Per Car Total Per Car per Month per Month 
440 24.4 165 9.2 SS) eee ataheta 0.0 0 
sS 8 275 9.2 0 > Ue Be 2,000 68.9 0.5 ZA 
36 30 115 3.8 20 O86 aes artes 0.1 0.3 
36 24 Seen serene 967 ae Pau) pO SR Ba a. 16 
60 45 1,650 26.7 arene Gt ee crc sc ava Y 
79 39 300 3.8 100 13. 950 12.0 as fy : 
93 87 ae Ma Pi AA iat sie ay A eee See : 
103 85 1,200 11.6 360 3.5 1,900 18.4 0.3 0.4 
118 60 1,100 953. 275 25. 1,600 kt ee ee ain 
122 91 1,800 14.8 120 0.9 1,800 14.8 0.5 0.5 
130 84 1,540 chee) 660 5.1 6,600 50.8 4.1 4.9 
138 53 eee Pen a arate wba 2 SOR eee abe 0.2 0.4 
151 126 4,350 28.7 1,100 7.3 5,000 33.1 yay 2.1 
166 114 2,385 14.3 495 3.0 6,342 38.2 0.7 0.6 
172 152 4,200 24,4°> ° “pak Say oe 7,000 40.7 4.3 eae 
177 146 4,400 24.8°"> SG inireeeers “y 7,200 40.7 3.0 2.0 
180 144 2,566 14.2 450 25 Wh ae eee eid 6.0 4.2 
180 151 6,500 36.1 675 Ba 6,000 Saco) 0.0 0 
183. 164 2,200 2.0 660 3:60 6 abaa eae 43 2.0 1.2 
205 191 7,088 34.5 1,568 7.6 5,788 28.2 0.0 0 s 
209 149 4,675 31.4 660 320» hat Shien Ate 3.6 2.4 
210 80 5,000 23: 8:7" - aie veeraaten ES ON Fe kc 5 are 0.2 0.3 
212 187 2,000 95 Hae ae eee can 2,500 11.8 3.6 18 ’ 
214 209 4,180 195i > See Se ie oat 8,800 41.1 0.7 6.3 x 
221 100 2,590 LB lear 276 bad 3,292 14.9 4.3 4.3 y) 
21 175 4,012 LS Bee eae ike 7,880 35.2 1.4 0.8 { 
223 200 2,700 12.2 1,100 5.0 7,300 —_32.8 2.0 1.0 
234 220 800 3.4 113 0.5 1,500 6.4 0.0 0 
253 175 4,510 17.8 369 [Wee 1,917 7.6 7.0 4.0 
254 242 2,200 8.7 770 3.0 10,700 42.1 10.5 4.4 
266 249 4,959 18.7 2,969 1.1 2,528 9.5 1.0 0.4 
288 230 3,946 Wie," 311 ta 7,133 24.8 8.0 3.4 
326 231°.) aes eer es ee amas: Nee ee Meer etter Rea 4.4 1.9 
327 140 10,308 S15 750 25S: 6,071 18.5 1.0 0.7 
350 274 7,194 11.9 595 UE 9,384 26.8 ry OS 0.5 
358 214 8,000 22a) 1,800 5.0 1,200 3.4 3.3 15 
360 325 9,500 26.4 252 O07 22,500 62.5 0.0 0 
384 178 2,716 7.1 395 1.0 3,350 9.6 4.8 2d 
409 229. hd Pere ee 535: Sk eer ea eRe ay 1 eee wo 1.0 0.4 
436 223 10,772 48.3 1,659 3.8 9,192 21.1 8.1 3.6 
464 407 8,500 18.3 1,400 3.0 18,959 40.8 8.6 P| 
510 400 7,994 15.7 3,540 6.9 16,847 33.0 7.0 1.7 
547 414 12,340 2225 1,460 pay | 660 15.8 7.0 1.6 
847 785 486 8.8 515 0.6 12,480 14.7 12.0 IBS) 
879 755 18,000 20.5 3,500 4.0 20,000 ba yf 5.8 0.8 
ace ve 15,000 16.1 2,280 2.4 5,900" 6.3 9.0 1.4 
1,077 872 27,000 25.0 3,800 325 4,800 4.5 38.0 4.4 { 
1,145 837 16,680 14.6 1,680 1.4 56,700 49.5 10.0 tied, 
1,150 415 71,700 62.3 575 0.5 5,130 4.5 10.5 2.6 
1,469 1,246 11,000 735; 1,100 0.7 26,000 17.7 14.0 11 
1,789 763 64,465 36.0 4,690 2.6 73,437 41.0 1223) 1.6 
1,825 1,435 25,000 13.7 9,000 4.9 28,000 15.3 14.7 1.0 
1,843 1,466 21,227 C15 4,178 Pans 26,803 14.6 5.0 0.3 
1,850 1,709 8,400 4.6 573 1.4 16,190 S27, 2.0 0.1 
23535 1,918 40,000 15.8 9,000 3.5 25,600 10.1 6.7 0.4 
3,592 3,106 18,813 Dad 5,399 1S 16,261 4.5 17.5 0.5 
31,543 23,786 502,776 16.9 72,357 2.5 519,193 18.1 277.2 Wed 
gal. for gal. for lb. for pull-ins per 
29,674 cars 28,286 cars 28,685 cars month for } 


23,062 cars iy 


An effort has also been made in this survey to obtain 
information as to the number of cars pulled in during 
a period of six months for hot bearings. This informa- 
tion is also shown in Table II. The number of pas- 
senger cars removed from service per month for hot 
bearings varied from zero to 10 per cent of the total. 
Eliminating two small roads, the percentage of pas- 
senger cars per month removed from service for hot 
bearings varies up to a maximum of 4.9 per cent. A 
total of 277.2 pull-ins, average per month, for hot 
bearings is shown for 23,062 cars, or 1.2 per cent of 
the total passenger cars operated. 

This information has also been analyzed by compar- 
ing the number of hot bearings with the quantities 
of oil used. There were seven companies owning a 
total of 1,150 cars, of which 1,035 were passenger cars 
that reported no pull-ins during a period of six months 
for hot bearings. The amount of car oil used per year 
on these seven properties was 25,978 gal., or an average 
of 24.6 gal. per car. There were also six roads which 
gave the percentage of passenger cars per month re- 


moved from service for hot bearings as from 4.0 to 49 
per cent. These six companies operated 2,115 pas- 
senger cars, and used a total of 40,406 gal. of car 
oil, or an average of 19.1 gal. per car per year. The 
railways with the best records show an average con- 
sumption of 5.5 gal. per year more than the six com- 
panies with high records of hot bearings. This wo 

seem to indicate that the quantity of car oil used is at 
least one factor affecting the number of hot bearings. f 


BoTH MILEAGE AND GALLONAGE BASIS USED ; 
FOR PURCHASING LUBRICANTS 4 


Car lubricants are purchased either on a mileage of 
a gallonage basis and the two methods are about equally 
followed. Of the 57 railways, 26 use the mileage bas 
and 31 the gallonage basis. By far the greatest num 
of railways purchase their lubricant on contra 
Forty-seven companies purchase this way as agai 
six which purchase in the open market, and four whi 
purchase part of their lubricants on contract and part 
the open market. 
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Overcoming Current-Collection Troubles 
| on Steel Wire 


Investigations Made at Fort Worth, Where Much of the 
Overhead Construction Is of This Material, Demonstrated 
the Superiority of Trolley Shoes Under Those Conditions 


—Methods of Lubricating the Trolley Wire Are Described 


By H. M. Robinson 


Mechanical Engineer Northern Texas Traction Company, Fort Worth, Tex. 


HE necessity of replacing trolley wheels after they 

had run only 500 or 1,000 miles caused the Northern 
‘exas Traction Company, Fort Worth, to make a care- 
ul study some time ago to determine the cause of such 
xcessive wear. At that time the trolley wheels were 
rcing badly because of the irregular shape which they 
equired soon after being installed. 

As the first step, special efforts were made to insure 
ll trolley wheels being properly assembled, but this 
id not help matters. As the next step, the tension on 
ne trolley bases was gradually increased until it became 
s high as 50 Ib. on some cars. This also failed to 
heck arcing to any considerable extent. As a result 
f the increased tension, however, trolley wire breaks 
nereased until they reached an average of 45 per 
1onth. 

A careful examination of trolley wheels on all cars 
howed that about 75 per cent had high and low places, 
r flat spots over the entire surface of the wheel throat. 
t was assumed that the wheels were faulty in some 
espects, and in order to determine exactly the nature 
f the trouble 12 cars on various lines were equipped 
vith new trolley wheels, and the condition of these 
fheels noted at frequent intervals. The first day or 
wo that the new wheels were in service there was no 
rouble with any of them. After that, however, it was 


SLIDE PERFORMANCE BY LINES 


Per Cent 

yy: Kinds _ L g 
23 S Trolley Wire ‘ i “ 4 8 
Os o & be o 80 cf 

a Gp eg EO OB! 

3 ° o =] a 

gj Be Oe. Ong Be ae ge 

Birney 3 43 57 15 8,832 0.20 

Birney 8 31 69 41 7,694 0.23 
Birney 4 58 42 20 10,679 0.166 
Birney 4 48 52 16 —-11,798 0.155 
Birney 7 43 57 36 8,523 0.207 
Birney 5 39 iy eee} 29 8,903 0.199 
Birney 3 Shei 955: 21 7,935 0.223 
Birney 4 19 44 37 88 3,529 0.537 
Birney 8 79 21 53 9,035 0.196 
Birney 2 36 1 63 10 7,093 0.253 
Conv. Sfty 4 51 40 10 9,959 0.178 
Conv. Sfty. 1 .. 100 2 6,688 0.265 
xchange Ave.... Conv.Sfty. 1 5 4 91 4 7,645 0.232 
entral Ave...... © Conv.Sfty. 1 20 Biwew b) 6 5,287 0.335 
ostepco Hts.. Conv. Sfty. 1 Relies oes 100 4 5,958 0.297 

tock Yards and 

Lakeview..... Dbl.-Trk. 10 6652, 32 61 75935" 9109293 
MRERB rac cst, Mak wooocas. «8 ae Me tier 3 hanas cial Wx talc gia ena 
vans Ave. Dbl.-Trk. VW 52 25-286 75 8,535 0.204 
EE bs aves Birney 17 Ree lee 61 7,558 0.234 
xtra... Conv. Sfty. 2 ee eer 5 5,978 0.297 
Dbl. Trk. i 2 5,989 0.296 

‘otal number of slides used during test.............-0000eceeeeeeee wine 5 
BRE OOREAMIES DET BUGC ace canis cis sv ciae cece ine cence boevia’s tie eke OLS 
verage cost per 1,000 car-miles, cents. ...........-.- cess eee eee e eee 0.232 


Note:—The heading above “‘No. Cars’’ indicates the largest number of cars 
quipped with slides operated regularly on that particular line. 


Grease Gun and Spreader Used by the Northern Texas Traction 
Company for Lubricating Trolley Wire 


observed that the wheels were arcing on cars operated 
on two lines, and the longer the cars ran the worse 
the arcing. Upon examination the trolley wheels were 
found to have many flat spots. 

On the other lines, however, the new wheels did not 
show the same tendency to become rough. With the 
assumption still in mind that trolley wheels were faulty, 
the railway purchased 50 more of another type and 
tested them in the same way as the first wheels had been 
tested. The results of the second test showed up exactly 
the same as the earlier one. 

It was thought, however, that the fact that the over- 
head wire was of steel on the lines where the arcing 
was worst might be significant. During the war when 


39 copper was scarce the Northern Texas Traction Com- 


pany installed on its city lines in Fort Worth about 1 
mile each of steel and copper alloy trolley wire. New 
installations had been made from time to time until 
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several miles of such wire was in service on different 
routes at the time these experiments were made. 

A new theory of the trouble was then tried and it 
was assumed that the wheels were all right while the 
trolley wire was faulty. Several cars on each line were 
equipped with new trolley wheels and they were there- 
after confined for the period of the test to the lines on 
which they were first placed. The trolley wheels on cars 
which ran on lines with hard-drawn copper trolley wire 
remained in almost perfect condition, did not are and 


Shewing How the Spreader Is Held and the Method 
of Operating the Gun 


covered on the average 8,000 miles before replacement 
was necessary. 

In contrast to this, the wheels performed poorly on 
lines where the major portion of the wire was of steel 
or copper alloy. After the first day or two these wheels 
“showed high and low spots” around the surface of the 
wheel throat.. The trolley wheels on cars running prin- 
cipally under the steel wire made mileages varying from 
only 480 to 950 before it was necessary to replace them 
because of excessive vibration and arcing. 

In order to make absolutely certain that the wheels 
were not faulty, the company took four cars equipped 
with test wheels which had been running exclusively 
under hard-drawn copper wire and ran them on a line 
where the greater part of the trolley wire was steel. 
These trolley wheels were in good condition before the 
change and had made in excess of 7,000 miles under 
copper wire. But after running for about four hours 


under the steel and copper alloy overhead, the wheels - 


on these cars became rough and arced. This convinced 
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the railway that either the steel wire or the copper 
alloy wire, or both, caused the flat spots to develop on 
the wheels, and that the wheels themselves were not 
at fault. ‘ 

Similar conditions were noted in tests conducted on 
other lines where the cars operated under a good deal 
of steel and copper alloy wire. The conclusion was 
reached that the steel and copper alloy trolley wire is 
slippery and hard; and that the street car in starting 
“sets out from under” the trolley wheel. In other 
words, the coefficient of friction between the trolley 
wheel and either the steel or the copper alloy wire is 
not sufficient to make the wheel roll rapidly enough 
to keep from sliding. The hard-drawn copper wire, 
being softer and having a rougher surface than the 
steel or the copper alloy wire, offers more friction 
between the wheel and the wire, thus causing the trolley 
wheel to rotate rather than slide. “ 

Due to the fact that many of the lines in Fort Worth 
have both steel and copper alloy wire, as shown in the 
accompanying table, it was impossible to conduct any 
tests to find out which of these two was causing 
the more trouble. 

As before mentioned, the trolley wire breaks had 
increased to an average of 45 per month, largely on 
account of the fact that the flat spots on the wheels 
were damaging the wire and causing it to crystallize 
just inside the ears. This was a serious state of affairs 
and it was felt that prompt remedial measures were 
necessary. As a possible solution, it was decided to 
substitute Miller trolley shoes on the city and inter- 
urban cars in place of the trolley wheels. After this 
change the company kept an accurate record of mileage 
and performance. It was found that the shoes gave 
excellent contact with few dewirements, although only 
15 lb. tension was used in the trolley base instead of 
25 to 85 lb. tension required when using trolley wheels. 

It was observed that these shoes made the hard-drawn 
copper wire very rough and scaled it considerably. 


COMPARISON OF REPLACEMENT COSTS FOR COLLECTION EQUIP-. 
MENT FOR THE YEARS 1920 AND 1922 


Year 1920 Used Cost 
Trolley poles VOft 18 Suny. iiss stan eee in ete eer 128 $363.52 
Trolley poles:12'ft. Gin sete. ae acti ee One eee 95 351.50 
Fixtures: 

Bearings y £ osjec0. aso ab dea eats Stee «erty ede ae tes fone ee 738 287.82 
Renewable washers iar = <> /sjecigeie eset sige ste = crite eee 1,561 93.66 
Contact rings.............. 1,476 291.88 
Contact springs..... 1,669 216.97 
Trolley harps, type ‘‘C’ 200 480.0 
Trolley rope........ 1,850 1,377.60 
Trolley wheels. ..... 1,932 272.32 
Total replacement costs for year 1920................00. $6,735. 27 
Year 1922 
Trolley:poles.1Q'ft. 6m, cc.o. demas nese shi eke nie se tet eee 44 $161.04 
Trolley poles (2b. O70 rays cryte teers etetatare tad eae eee 63. 285.39 
Fixtures: 
Bearings 23.40 
Renewable washers 128 3.34 
Contact rings..... 6 3.24 
Contact springs..... 110 4.30 
Trolley hare type “C”’ |) Tee 
Trolley ropes. 94 o oan Le ee 1,399 798.16 
Trolley w cere Gina s passacen eee roar Cea eee 621 838.35 
Miller trolley:shoes...:...% ss dain ain peels ale oleae 15 802.95 
Miller contacts...).j-0.0.0 2% sme tiie s eeiticlaca Geeta eee tee 1,343, 25377001 
‘Miller shunts, . :..iccsaeie Patiaein's ata nee oie eee te een 8 57.68 
Miler lockwashers «.<.« 0... \(caiiniie aio cna eee eS .29 
Miller bolts and nuts...se-qaeeiaeee sass nee 469 15.01 
Miller center pins 2... ase cceh ues tele eee eee 32 18.24 
Totalreplacement costs for year 1922. ...... 0.20 ceseeeeeneeee $5,408.50 
Difference in total costs for the two years in favor of the year 1922.. $1,326.77 
Cost per M.C.M. for collection equipment, 1920, cent.............. 0.751 
Cost per M.C.M. for collection equipment, 1922 CeNtis 30s wicsore eee 0.642 


Note:—All cars were equipped with 6-in. trolley wheels durin 
1920, while during 1922 a large per cent of the cars were equippe: 
with Miller trolley shoes. 

Note:—In the above comparative costs the cost of trolley 
bases and repairs are not considered, 
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\fter careful study of this situation it was decided to 
rease the trolley wire. As a result of experiments 
he use of a mixture of No. 2 cup grease and graphite 
yas selected as the trolley wire lubricant. By the 
ise of apparatus, mounted on the line car on the inter- 
irban, and the line truck in the city, the company now 
rreases the entire overhead about once every three 
nonths. An “Alemite’” H-15 compressor gun is used. 
This has a capacity of 15 lb. of grease, or enough to 
ubricate 12 miles of 
rolley wire. The 
rrease is forced up 
hrough a tube from 
che gun to the 
spreader, which is a 
wooden block 9 in. x 
5 in. grooved to fit 
She wire. A_ hole 
through the block 
zonnects the tube 
und the groove. 
Three men compose 
the greasing gang, 
one to operate the 
vehicle, one to work 
the grease gun and 
one to hold the 
spreader on the 
wire. 

Greasing the trol- 
ley wire, amounting 
to about 77 miles of 
city track and 100 
miles of interurban 
track, puts an addi- 
tional cost of about 
$100 every three 
months on the line 
department. The 
trolley wire greas- 
ing is not very 
popular with the 
linemen for the reason that it is a rather dirty job. 
However, no serious trouble with the linemen has been 
experienced on this account. The increased cost to the 
line department on account of the use of Miller'shoes has 
been more than offset by the saving to the mechanical 
department. _ 

The greasing ‘of the trolley wire has caused it to 
wear very smoothly and-take a high polish. Since the 
railway commenced this practice the wear on the wire 
has been measured by a micrometer and it has been 
found to be much less than when the trolley wheels 
were used. Due to the fact that the Miller trolley 
shoe does not cause any vibration of the trolley wire, 
the breaks have decreased to an average of two per 
month. From present appearances the number of 
breaks will decrease even more than that in the future. 
The Miller trolley shoes in city service average more 
than 7,500 miles per shoe, and in interurban service 
they average better than 3,000 miles per shoe. 

Although the difficulty of backing up with the Miller 
trolley shoe without tearing down the overhead is a 
disadvantage, the advantages in favor of it are suffi- 
cient to cause the railway to adopt it for its entire 
system, in both the city and interurban service. The 
advantages may be summarized as follows: A smooth 


Greasing Trolley Wire from the Tower 
of the Line Truck at Fort Worth 
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running contact which causes hardly any noise in the 
car aS compared to a trolley wheel contact; a great 
deal more contacting surface with the trolley wire than 
that offered by a wheel; lower trolley tension; very 
few dewirements as compared to a wheel contact; a 
decrease in the number of trolley breaks; a small saving 
to the company over the use of trolley wheels and a 


. large gain to the company in public good will because 


of fewer trolley breaks, less noise within the car and no 
trolley arcing. 


Traveling Workshop for Welding 
2 Crew Saves Time 


Special Car for Use with Thermit Process Facilitates 
Transporting Materials and Equipment to the 
Job—Time Is Saved in Making Molds 
and Work Is Possible Regard- 
less of Weather 


HEN doing welding with the thermit process it 

is necessary to transport a considerable amount 
of material as well as tools and special equipment. 
The employees of the welding department of the 
Milwaukee Electric Railway & Light Company have 
equipped a double-truck car for the purpose of, carry- 
ing this to the job and providing a workshop that has 
facilitated the work and made it possible to operate 
under conditions which would otherwise have prevented 
work. 

The former practice of the thermit welding crew was 
to sack the sand and fire clay and transport it by 
truck to the job along with the preheaters, thermit 
portions, mold boxes, crucibles and all other necessary 
equipment. There it was unloaded alongside the curb. 
A box was used for a molding bench and the molds 
were rammed by hand. 

If the job was of more than one day’s duration, the — 
material and equipment were stacked together, covered 
with a canvas and left at the close of a day’s work. If 
the work was of a nature requiring several days’ 
welding a small tool house on wheels was made use of, 
but most of the time the canvas cover was the only 
protection from the elements. 

It was always difficult to arrange for trucks at the 
right time to move the crews and supplies. Much time 
had to be spent by the men in loading, unloading and 
transporting their equipment. There was no shelter 
on most of the jobs where they could even find a place 
to eat their lunch in cold and rainy weather. 

Delays always were considerable while waiting for 
the trucks and for material. Delays also were caused 
by weather conditions or by loss or wrecking of equip- 
ment by persons outside of the organization. The 
wind would blow away some of the fire clay, and when 
placed on rough and dirty streets some of it was lost 
because it could not be used to the bottom of the pile. 
Rain would make the sand too wet, and in cold weather 
the molds were frozen and had to be thawed out before 
they could be used. 


WELDERS’ CAR HAS COMPLETE EQUIPMENT 


In order to increase the efficiency of the work, a car 
was turned over to the welders and equipped under the 
direction of their foreman, Hilbert Stieglitz, as a com- 
bined storage and workroom. 
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On one side of the car is a work bench, equipped with 
a vise. This was installed in such a manner that it 
could be removed and a stove erected in its place to 
keep the car warm for winter work. Alongside 
it is a molding bench with an opening in the center to 
store the mixture of sand and fire clay. The car 
is equipped with air, and a pneumatic sand rammer is 
used for making molds. Any excess material falls back 
into the bin, so that there is practically no loss. Next 
to the molding bench is a large tool box for sledges, 
lining bars, shovels, etc., with two cupboards above for 
the small tools. The balance of the car is left for the 
storage of preheaters. 

On the other side are lockers for the men, a cupboard 
for oil cans beneath a desk for the foreman, a frame 
for mold boxes and an asbestos lined rack providing 
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they had to be thawed out before using, which made 


the thermit welding rather risky. 


REAL SAVINGS MADE WITH THE CAR 


Numerous savings are made by the use of this car. 
Less molding sand and fire clay are used, and there 
is no loss of molds in freezing and rainy weather. 
The time in loading and transporting material is less, 
and no time is wasted in piling material up on the 


street, where some of it was bound to be lost or stolen. 


There is a saving of coke burned in salamanders, used 
for thawing out molding materials. More joints can 
be made by the same number of men, because 
the materials for day and night shift are loaded into the 
car by the night crew between 9 o’clock, when they 


The Interior Views of the Milwaukee Welders’ Car Show the Arrangement of the Benches and Storage Compartments 


space for eight crucibles, which suffices for a day and 
a night crew, leaving a space for preheaters between 
this rack and the door. 

In the front at one end are a rack with compart- 
ments for inserts and two vertical square posts to carry 
the mold clamps. At the other end of the car the space 
is utilized for the storage of boxes of welding portions 
and bags of fire clay and sand. In addition there is 
space for fifteen bags beneath the molding bench. 

Under the roof on either side are suspended shelves 
for about twelve sets of patterns. Equipment such as 
mold boxes, clamps, patterns, inserts and tools are all 
placed in racks or in cupboards so that they are not 
subjected to the misuse to which they were put by 
former methods. 

Besides one two-burner and two single-burner pre- 
heaters, a small truck with acetylene and oxygen tanks, 
together with the necessary gages, regulator and cut- 
ting torch, constitutes a part of the regular equipment. 

The car is more satisfactory to the men, for they 
have a locker for their clothes, they have a place to get 
dry in rainy weather and warm in cold weather. 
Previously it was almost impossible for the night crew 
to find a place in which to eat their lunch. 

In the wintertime, when the car is equipped with a 
stove, the molding sand is kept dry and warm. Molds 
can be made in the car and taken directly to the rail 
joint to be welded, thus making it possible to weld the 
year around, except in extremely cold weather. For- 
merly these molds were made in the material yard, 
and an endeavor was made to get them by truck to the 


report for duty, and midnight, when the track is 
turned over to them for welding. F 


The wear and tear on the preheaters in loading them | 


on trucks and unloading them was one thing which gave 
much concern. All three of the preheaters are carried 
in the car and unloaded from the car on plank runways 
designed for that purpose. 

Members of the welding crew are broken in as motor- 
men so that there is no additional expense for the 
operation of the car. 

This car permitted an increase in the number of 


joints made with the regular crews to such an extent 


that it is stated there is no other street railway in 
the United States obtaining equal output. Much of 
the success obtained is due to the welding car. 

From a safety standpoint, this car has been valuable, 
as tools and equipment are in better condition, hot 
crucibles are placed in a fireproof rack and there is 
no danger of burning up canvas covers or costly mate- 
rials. Both materials and equipment are kept dry, 
which eliminates the great hazard of running the hot 
molten metal against damp molds or crucibles. 


Keep Brush Pressure Uniform 


ARBON brushes in the same brush holder should 
_Ahave equal pressure, otherwise the one with greater 
pressure will take more than its share of current and 
will heat to a point that may cause damage to the brush, 
the brush holder or commutator. Excessive pressure 
will also shorten the life of both brush and commutator. 


a =< 
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Changing Gage on Railroad 
Grade Crossings 


Work of Cutting Down Standard Gage Manganese Steel 
- Intersections to Narrow Gage was Done in the 
Field with Oxygen-Hydrogen Torch, Inter- 
rupting Traffic Only Briefly 


By W. L. WHITLOCK 


The Denver Tramway Company 


N THE summer of 1922 it became necessary to change 

a double-track line from standard gage to a gage of 
8 ft. 6 in. to conform to the track gage as the rest of 
our system. This line was approximately 3 miles in 
length, double-tracked, and this brought up numerous 
problems, including car service during the period and 
other details incident to the field work, but the biggest 
nut to crack was the matter of eight railroad crossings, 
four of solid cast manganese construction and four of 
bolted construction, all conforming to the standard 
100-lb. A.S.C.E. rail section. 

These crossings were all in excellent condition, hav- 
ing been in service since January, 1914. All were in 
paved streets. The way department was convinced that 
these could be changed in the field and the expense of 
new railroad crossings saved, but the engineers of the 
railroads had many doubts, as to do the job by means of 
the cutting torch and air drills was a radical departure 
from their standard practices. The work on the man- 
ganese crossings looked unusually difficult in view of 
the known peculiarities of manganese steel. However, 
a number of experiments were carried on in the mate- 
rial yard and at the factory of the Colorado Compressed 
Gas Company, through the courtesy of P. D. Gleason, 
the manager, using scrap manganese special trackwork, 
and these experiments convinced us that it could be 
done. 


THE Oxy-HYDROGEN PROCESS WAS ADOPTED 
FOR CUTTING RAILS 


Both oxygen-acetylene and oxygen-hydrogen cutting 
torches and equipment were used in the experiments 
and the oxygen-hydrogen process was adopted, as the 
experiments showed less carbonization of the metal and 
a quicker and longer cutting flame with this equipment. 
Also, it has a lower flame temperature. 

The first manganese crossing to be worked over 
was a 90-deg. square railroad crossing of standard gage 
track over standard gage track, constructed by the 
Ajax Forge Company, and was of the “U” section con- 
forming to 100-lb. A.S.C.E. rail section at the ends. 
The narrow gaging of the street car portion of the 
crossing necessitated the removal of 143 in. of each rail 
of the railroad track portion, pulling the crossing to the 
new gage and making a new joint. This was accom- 
plished in the following manner: 

The street paving of stone blocks was removed en- 
tirely from the crossing. All spikes were pulled and 
the connecting joints at all ends were removed. This 
crossing was cast in two sections on being manufac- 
tured. Measurements were made from gage lines and 
the rails lightly marked with a chisel for cutting points. 
As the street car traffic had been rerouted and was on 
the opposite track and the railroad traffic stopped for 
four hours. the crossing was cut loose and raised slightly 
by means of steel wedges in order to permit the flow of 
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molten metal on the underside of the base of the cross- 
ing during the cutting period. 

The cuts were made successfully in a very few min- 
utes and the new bolt holes were also made with 
the cutting torch. A piece of 3-in. x 44-in. x 22-in. 
guard rail steel was used for a splice on the inside of 
the crossing and a standard 100-lb. angle bar used on 
the outside of the crossing. These were held in place 
by 1-in. machine bolts. Due to the width of the “U” 
section, it was necessary to use machine bolts. The 
steel wedges were withdrawn and the crossing let down 
on the ties and respiked and paved in and new pieces 
of rail cut in between the two street railway tracks and 
on’ 'the adjoining railroad track to make up for the 
difference between the old standard gage crossing and 
the new narrow gage crossing. 

After eighteen months of service these crossings are 


Cutting Manganese Steel Intersection in the Field 
to Change Track Gage 


apparently in as good condition as before. There are. 
no indications of any kind that show that this cutting 
has in any manner affected the manganese material in 
these crossings. 

The accompanying picture shows the field operation 
with the first piece of removed crossing at the right 
foot of the man standing. In the foreground is shown 
the first half of the crossing in place to the new gage. 
The two cuts, one being made at the time the picture 
was taken, show the amount of rail removed, while 
the piece already removed shows a good cross section 
of the manganese crossing construction. The tangent 
rail at the left of the picture has already been pulled 
over to the 3-ft. 6-in. track gage. The Packard truck 
is one of the way department trucks used on minor 
track maintenance work and emergency trackwork. 


How GAGE WAS CHANGED ON ORDINARY 
TRACK WORK 


The plain bolted 100-lb. O.H. railroad crossings were 
handled in a different manner from the manganese 
crossings. These were planked with oak instead of 
being paved with stone blocks. The oak planking was 
removed and the crossing spikes pulled and joints un- 
bolted. These crossings were handled one at a time 
and the crossing being worked over was raised on steel 
wedges in a similar manner to the manganese cross- 
ings. The crossing was then unbolted and all knee 
irons, helper rails and guard rails between the rails 
of the street railway portion were removed. It so hap- 
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pened that the through rails of these crossings were 
on the street railway portion and not the railroad, and 
this fact was a large factor in our favor. The two 
short pieces of rail were removed and one end only of 
each portion was cut off the required amount and the 
ends shaped in the field by cutting torch to provide the 
new flangeway and the end connections to fit up against 
the through rail. Due to the fact that the filler block 
between the running rail and guard rail was of cast 
steel, this could not be cut in place successfully with 
the torch for the bolt holes, so an Ingersoll-Rand elec- 
trie-driven tie tamper, air compressor and a standard 
air drill were used to drill the new holes for the angle 
and knee irons. The crossing was then rebolted and 
respiked in place and the adjoining rails between the 
double track and also on the railroad track were changed 
out to fit the new crossing. 


Cleveland Builds Three-Door 
Trail Car 


It Is Purely for Trial—The Center Door Will Be Used 
for Exit or Entrance, Depending on the 
Direction of Travel 


OR experimental purposes only, the Cleveland Rail- 

way will shortly put in service a three-door trailer, 
which has just been rebuilt from a two-door trailer at 
the railway company’s Harvard shops. 

The Cleveland Railway has long been an extensive 
user of trail cars. Its standard trailer has two center 
doors, with the conductor stationed between them, on 
the pay-pass principle. The standard motor car with 
which this trailer is used is a Peter Witt design. In 
the trail car all seats are longitudinal, while in the 
motor car the front of the car has longitudinal seats 
and the rear has cross seats. 

The principal structural change required when the 
car was rebuilt for three doors was that the side sill 
girder on the right hand side of the car had to be 
bent down for a longer distance, to accommodate three 
doors instead of two. Actually the side sill was cut 
and spliced to gain this distance. No change was re- 
quired in the left-hand side sill, because the car is 
single-ended. 

Each of the three doors is double, each half being 
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A Reversible Partition Is Adjusted to Guide Passengers 
Entering or Leaving Through Middle Door 


in two parts and arranged to fold outward when the 
door is opened. The opening between door posts is 
30 in., but as the doors are 1 in. thick and double back 
on each side, the opening in the clear for each door is 
26 in. The length of the car over all is 49 ft., and 
the width over all is 8 ft. 4 in. 

The three doors will be used like the three doors 
of the Toronto three-door trailer, described in the 
ELECTRIC RAILWAY JOURNAL for June 23, 1923, page 
1033. The door nearest the front will always be used 
for entrance, that nearest the rear for exit and the 
middle door for exit inbound and entrance outbound. 
To aid the passenger in understanding this varied use 
of the center door there is a swinging barrier within 
the car, as in Toronto, which indicates whether the 
center door shall be used as an entrance or an exit. 
This barrier is operated mechanically in the Cleveland 
car, the conductor changing it from one position to the 
other through a pedal, mounted in the pedestal of his 
fare box, whereas in Toronto a hand lever is used. The 
three doors are also opened and closed mechanically in 
Cleveland instead of by air as in Toronto, the doors in 
Cleveland being operated by crank levers. 


The New Cleveland Trailer Has Three Doors, the Middle One Being Used for Entrance or Exit 
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How New Orleans Is Rebuilding Track 


The Aim Has Been a Substantial Structure that Will Last Well in Spite of Poor 
Drainage and Unfavorable Climatic Conditions—Special Effort Has 
Been Made to Give Mobility to the Track Machinery 


WO factors make the track reconstruction prac- 

tices of the New Orleans Public Service, Inc., of 

unusual interest to electric railway men. In the 
first place, drainage and climatic conditions in New 
Orleans are such that the design of a lasting track 
structure is a difficult problem. In the second place, 
an extensive reconstruction program is under way and 
much thought has been devoted to the selection of meth- 
ods and equipment to perform this work in the most 
efficient manner. 

The equivalent of approximately 9 miles of single 
track is at present under construction in New Orleans. 
Seven miles of this is reconstruction of existing track- 
age and 2 miles extensions. More men are now em- 
ployed in the track department of the company than 


of the work. Where the track must remain continu- 
ously in service, a combination concrete and slag ballast 
track construction is used. In the so-called “neutral 
ground” or reservation in the center of many of the 
streets an entirely different type of structure is used, 
employing only slag ballast and using T-rail. 


TIES SPACED TO GIVE EXTRA JOINT SUPPORT 


Where the work can be done without interruption by 
traffic, the design calls for 7-in., 122-lb. grooved girder 
rail, 66 ft. long, creosoted wood ties and a monolithic 
concrete base. Joints are staggered 33 ft: apart. An 
interesting spacing of ties is used with this type of 
construction. On each side of the joint a tie is placed 
9 in. from the end of the rail, making an 18-in. spacing. 


Much of the Track in New Orleans Is Laid in “Neutral Ground,” 
5 Where T-Rail and Open Construction Are Used 


ever before. Much modern equipment and labor-saving 
machinery are in use on the various jobs. 

The natural ground surface of the entire city lies 
considerably below the level of the Mississippi River 
and Lake Pontchartrain. This seriously complicates 
the drainage problem and necessitates the continuous 
operation of pumping stations to lift the run-off water 
up to the lake level for disposal. Some of the streets 
have underground drainage systems, but many of the 
older streets rely entirely on surface drainage. The 
run-off water eventually reaches one of the various 
canals, of which the city has a considerable number, 
and follows that route to a pumping station. As 
might be expected under these circumstances, the sub- 
soil is damp and somewhat unstable, although the con- 
tinuous drainage has improved conditions materially in 
the last few years. The greatest care must be exer- 
cised in the design of a track structure if it is to 
withstand heavy traffic. ; 

Three general types of construction are used in New 
Orleans. The most substantial of these is a standard 
concrete construction used in paved streets where the 
track can be taken out of service during the progress 


Prytania Street, Where Heavy Vehicular Traffic Necessitates the 
Use of a Substantial Track Structure 


The next tie is 26 in. away, the third 32 in., the fourth 
36 in. and the remaining five ties are spaced on 38-in. 
centers, when the spaces are reduced in reverse order 
approaching the next joint. Flat tie plates are used im- 
mediately under the joint, but the second tie on each 
side has a combination plate. On the four ties imme- 
diately opposite the joint, combination tie and brace 
plates 4 in. x 7 in. x 11 in. are used. Elsewhere along 
the length of the rail flat plates and combination tie 
and brace plates are alternated. 

After the excavation has been made the finished 
sub-grade is thoroughly rolled with a 5-ton roller. 
In case any low or soft spots are revealed they are 
filled with earth and rolled again until thoroughly com- 
pacted. The trench is made 6 in. deeper under the 
ties than elsewhere, a diagonal cut being made from 
the general level of the bottom of the trench to the 
bottom of this deeper excavation, as shown in an ac- 
companying drawing. There is, therefore, a minimum 
of 6 in. of concrete everywhere underneath the tie. 

Creosoted wood ties, 6 in. x 8 in. x 8 ft., are used. 
The rails are fastened to the ties through each tie 
plate, whether flat or combination, by two spikes, stag- 
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Slag Ballast Being Unloaded Into the Trench from a Differential 
Dump Train 


gered. Spikes are driven vertically, rather than in a 
slanting direction, the last blow forcing the head toward 
the rail base. Foremen are especially cautioned to see 
that spikes are driven thoroughly home. 

All joints are full bolted, using special 26-in. machine- 
cut joint plates 14 in. thick, made by the Bethlehem 
Steel Company. Six bolts are used, spaced 23 in., 4 in., 
4 in. An unusual feature of the company’s joint prac- 
tice is that with grooved girder rail the heads of the 
bolts are on the outside and nuts are on the inside of 
the rail. The advantage of having the nut on the inside 
is that there is more room under the lip of the rail than 
under the head and the nut does not interfere with the 
granite paving blocks. A lock washer is used under 
each nut. This arrangement of bolts and nuts is shown 
in an accompanying illustration. 

After the joints have been bolted and tightened up 
they are seam-welded. For this work the company has 
a number of Rail Welding & Bonding machines. These 
are mounted on Dodge trucks, the bodies having been 
built by the railway and equipped with convenient tool 
chests and lockers for the men. Compromise joints 
are bonded with steel terminal bonds electrically welded. 
All track is cross-bonded at 300-ft. intervals with 300,- 
000 circ.mil cable and at each end of the job with 
600,000 cire.mil cable. Welding and bonding are done 
just in advance of the concrete mixers. The top seam 
weld is then ground down. 

Before pouring the concrete the track is carefully 
lined up and set to grade. Concrete is mixed in the 
proportions of 1-2-4. In practice the method is to use 
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A Concrete Mixer on a Tractor Mounting Moves 
Alongside Track as Work Progresses 


one sack of cement, one wheelbarrow of sand and two 


wheelbarrows of gravel. Foremen see that these pro- 
portions are strictly adhered to. The material is thor- 
oughly mixed in a Koehring mixer for a period of not 
less than one minute, after which it is immediately 
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emptied from the mixer and placed in the trench. 


Concrete is poured in a monolithic mass and carried 
to a level 5 in. below the lip of the rail. Just sufficient 
water to form a stiff paste is employed in the mixture. 
For this work a portable concrete mixer is used and 
is moved along the track as the work progresses. After 


the concrete has set it is kept wet for a period of at — 


least ten days. 

The paving on heavy traffic streets consists of granite 
blocks, laid on a cushion of 1 to 3 cement and sand 
mixed dry. The blocks are laid on this cushion with 
a hammer, thoroughly tamped and wet down in order 
to set the cement in the paving cushion. After the 
water has evaporated, a coat of 14:24 asphalt and sand 
is applied. Asphalt (40-45) heated to 365 deg. F.-is 
mixed with sand heated to 400 deg. F. and squeegeed 
thoroughly into all the seams. 
are then tamped lightly and the surface is sprinkled 
with a coat of hot sand. 

This method produces the so-called mastic pavement, 
described in detail in ELECTRIC RAILWAY JOURNAL, 
March 17, 1923, page 481. Results with this type of 
pavement in New Orleans have been very satisfactory. 
Under traffic the mastic seems to harden and gives a 
smooth, quiet and durable surface. An example of 


The granite blocks — 


z 


mastic pavement that has been in use about two years — 


Acetylene Welding Outfits Have Been Mounted on Motorcycle Side 
Cars to Facilitate Movement from Place to Place 


Welding Joints with a Rail Welding & Bonding Machine Carried 
on a Dodge Truck 


: 
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The Rail Opposite the Joint Is Held in Position by 
Four Brace Plates 


on Prytania Street is shown in an accompanying pic- 
ture. This street parallels the famous St. Charles 
Avenue, one block away, and since the exclusion of 
heavy trucking from that thoroughfare, it has been 
subjected to severe traffic. The mastic pavement, how- 
ever, remains in excellent condition. 

Granite blocks used by the railway in paving work 
are recut, at a cost of 4 cents apiece, in the company’s 
stone yard. Much granite in large sizes is available 
from old pavements that have been taken up. These 
are the original blocks that were brought over from 
France in the early days of the city. This is taken to 
the railway yard, where two stonecutters recut it to 
standard size. In an eight-hour day a man can cut 
180 blocks. Wages are 90 cents per hour. 


CONSTRUCTION UNDER TRAFFIC 


Where it is necessary to construct track without 
interruption to traffic a somewhat different method is 
followed. Instead of using monolithic concrete struc- 
ture, slag ballast is employed on a concrete foundation. 
Underneath the ballast is an 8-in. concrete slab. This 
is mixed and poured in the way already described for 
construction not ‘under traffic. To keep the track in 
running order, the rails are spiked to the ties and 
then the track is lifted and supported from the adjacent 
structure by old rails laid crosswise. Then the con- 


Bolt Heads Are Placed on the Outside and Nuts on the Inside 
Where Grooved Girder Rail Is Used 


crete is poured and allowed to set for a period of 10 days. 

The slag is obtained cheaply from the steel mills at 
Birmingham, Ala., and its handling is an interesting 
phase of the work of the track department at New 
Orleans. It is loaded from the pile in the storage yard 
into work trains for transportation to the job. The 
loading is done by means of a Universal crane mounted 
on a four-wheel drive Commercial electric truck. The 
ballast is carried by trains of Differential center dump 
cars directly to the place where the work is in progress. 
A train runs slowly over the new rails, dropping the 
ballast into position as it moves along. Under each 
tie is placed 4 in. of slag, which is tamped with Inger- 
soll-Rand pneumatic tampers. The total depth of bal- 
last is 6 in., giving it a 2-in. exposure above the tie. 

A somewhat different spacing of ties is here used, 
although the same 7-in., 122-lb. grooved girder rail is 
the standard for this kind of construction. The joints 
are staggered 33 ft. apart, and in this case also the 
first two ties at the joint are spaced 18 in. between 
centers. The intervals then run one of 24-in., four of 
25-in., five of 26-in. centers, and then a reduction again 
as the next joint is approached. All ties are placed 
with the heart down. Combination tie and brace plates 
are used on the four ties at the joints, as in the other 
construction, and elsewhere the tie plates and brace 
plates are alternated. 


A Westinghouse Compressor on an Electric Truck Supplies Air to 
the Ingersoll-Rand Tie Tampers 


Universal Crane Loading Ballast at the Storage Yard 
of the Track Department 
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Construction, Used When Track Can Be Taken Out of 
Service During the Work 


Monolithic 


Welding and bonding are done in the same way as 
with the monolithic concrete structure. A paving base 
of 1-2-4 concrete, 6 in. thick, is poured on top of the 
ballast after the latter has been thoroughly tamped. 
On this base the granite block mastic Det is 
then laid. 

In the neutral ground, of which there are many miles 
in New Orleans, standard open track construction is 
employed. Creosoted ties and T-rail are used on slag 
ballast. This construction is cheap and it is easily 
maintained. 

Problems are presented, however, by the intersections 
of cross streets and the neutral ground. The track 
grade is considerably higher in the neutral ground 
than the grade of any of the cross streets, and must, 
therefore, be brought down somewhat at an intersec- 
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tion. At the same time the grade at the cross street} 
is raised to meet that of the tracks. This part of the 
track structure is subject, therefore, to particularly} 
heavy wear and a concrete foundation is placed under’ 
the entire intersection to support the track struc 
and the adjacent paving. 

In all phases of the work of the track departmial 
much use is made of labor-saving machinery and equip- | 
ment. Besides the use of the Universal crane with 
Differential dump trains already described, a Marion} 
excavating shovel in the storage yard has been equipped | 
with a boom and bucket, enabling it to perform similar | 
work when it is not needed elsewhere for excavating.’ 
A Brownhoist is now being mounted on an electric flat 
ear for the use of the track department. The Uni-; 
versal crane is used also on the street to load waste 
material into work trains for disposal. Ingersoll-Rand 
pneumatic pavement cutters and tie tampers are em-. 
ployed, the compressed air being furnished by a West. 
inghouse compressor of 110 cu.ft. capacity mounted on 
an electric truck. This equipment has been arranged | 
for easy movement from place to place. Old rails are 
cut by an acetylene torch, the tanks being mounted on 
a motorcycle side car of special design, as shown in an 
accompanying illustration. Electric welding outfits 
have been mounted on motor cars to facilitate their 
movement from one job to another. Tractor mounting 
is used with concrete mixers. It has been found that a 
considerable saving of time and money results from the 
use of this equipment, and that the efficiency of the 
work is promoted by thus giving mobility to the ma- 
chinery. } 


Staten Island Line to Electrify 


Multiple-Unit Trains Will Be Operated on 600-Volt 
Third Rail—Details of the Contact Line : 

and Cars Are Given 7 

if 


LANS are well under way for the electrification of 

the Staten Island Rapid Transit Railway, St. George, 
Staten Island. This railroad now furnishes rapid 
transit steam railroad service over a system covering 
the shore lines of Staten Island, which constitutes the 
Borough of Richmond, New York City. The portion to 
be electrified at the present time comprises about 40 
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The Proposed Staten Island Multiple-Unit Cars Seat 71 and Will Be Operated in Trains of Six or Seven 
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les of track and includes the passenger service on 
. Hast Shore Division and the Perth Amboy Division, 
sisting of lines between St. George, South Beach 
1 Tottenville. 

The direct-current third rail system will be employed, 
a nominal working pressure of 600 volts. The pre- 
inary plans, which received the approval of the 
blic Service Commission, State of New York, May 1, 
1 for the over-running protected type of third rail, 
th a special high-conductivity 150-lb. section, similar 
that in use on other rapid transit lines in New York 
sy. The location of the third rail and the arrange- 
mt of the protection are shown in one of the accom- 
nying drawings. Standard glazed porcelain insu- 
ors with japanned malleable iron caps will be used 
support the rail, which is so heavy that it does not 
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ection of Third Rail, Insulator and Protection Board for Staten 
Island Electrification 


quire additional anchoring. The insulators will be 
ld in position by japanned malleable iron centering 
ps, held to the ties by lag screws. 

The third rail ties are 9 in. x 7 in. x 9 ft. 6 in. long 
id project 2 ft. 10? in. from the gage line of the track 
il. The center line of the insulator will be 3 in. from 
e left edge of the tie, in order to leave room for the 
acket supporting the protection board, the center of 
nich will be 34 in. from the line of the insulator. 
1is bracket will be of pressed steel and will be held 
the tie with two lag screws. 

Previous to the electrification the present 75-lb: and 
-lb. track rails will be replaced by 100-lb. A.R.A. 
andard T-rails, and the section between Prince’s Bay 
id Pleasant Plains, which now is single track, will be 
uble tracked and grade crossings will be eliminated. 
The type of car which probably will be adopted is 
own in another illustration. It is a multiple-unit car 
-all-steel construction, approximately 67 ft. long and 
.. ft. wide over the door sills. The width at the eaves 
ill be 9 ft. 11 in., and over the monitor deck 5 ft. 94 in. 
will seat 71 passengers. There will be double doors 
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the center and a wide side door at either end of the - 


car. These doors will be electro-pneumatically operated. 
In addition there will be doors in the ends of the cars 
to permit passing between the cars. Each car will be 
equipped with two motors. A novel feature in multiple- 
unit construction is the use of a form of maximum- 
traction truck, there being a pair of driving wheels of 
344-in. diameter and a pair of trailer wheels of 31-in. 
diameter on each truck. The truck bolster will be off- 
set 33 in. from the center line, as shown in the drawing. 
Multiple-unit control will be installed to permit opera- 
tion of trains of from one to ten cars, and initially the 
longest trains will be of six or seven cars. 

While the source of electric power has not been 
definitely decided on, it is probable that energy will be 
purchased from the Staten Island Edison Corporation. 
The tentative plans cover a 33,000-volt, three-phase, 60- 
cycle power supply, to be delivered to substations 
erected by the railway, where the high-tension current 
will be stepped down and converted to direct current at 
600 volts. Several of the substations will be of the 
automatic or remote control type, and the proposed sub- 
station layout is designed to provide power facilities 
for a considerable increase over present requirements. 

The change to electric operation will necessitate the 
installation of practically an entire new signal system, 
the present direct-current signals being replaced by a 
modern alternating-current signal system. 

The electrification will result in a substantial increase 
in schedule speed of the trains as compared with the 
present steam service and will afford a high-class rapid 
transit service to the rapidly growing residential dis- 
tricts of the island. 

The Staten Island Rapid Transit Railway is owned 
by the Baltimore & Ohio Railroad and the electrification 
is being handled under the direction of J. H. Davis, 
electrical engineer of that company. 


One Year Tests of Ciment Fondu 


IGURES announced by the Boston Elevated Railway 

for tensile tests of Ciment Fondu mortar made in 
the proportions of 1 to 3 show an average strength 
of 454 lb. per square inch at the end of one year. This 
is slightly less than at the end of nine months but 
somewhat greater than at the end of six months. From 
these laboratory tests it would appear that the tensile 
strength is holding up fairly well. Experience with 
Ciment Fondu grout used in paving, however, has not 
been entirely satisfactory, as told in the EL"cTRIc 
RAILWAY JOURNAL, April 19, 1924. Tests made to date 
average as follows: 


Length Tensile Strength Length Tensile Strength 
of Time per Square Inch of Time per Square Inch 
SY: ia sale (nisin o etary 7 Ib. 28 ida Woy we maha 434 lb. 
MCE. Wat's sy cele oisie rep. 385 lb. SeeMON CLS: sain nce chs heuer s 459 Ib 
MRL. Gop) 6) slate crete da 461 1b 6 MONEE Wen oo weirs 444 lb 
BCL ELV oe, o Mer alieln et wireheler 4 861 9 IMON TS! ole ee ce DD 
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Keeping Babbitt Mandrels from Sticking 


T IS common practice to allow a slight taper on 

mandrels used in babbitting bearings to facilitate 
removal. Some roads dip the bearings in a thin batter 
of fire clay about every fourth time they. are used to 
prevent sticking and also to prevent any tendency 
toward blow holes. Another method used by some 
railways to prevent babbitt from sticking is to oil the 
mandrels every morning before starting to babbitt the 


-bearings. 
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_ Equipment Maintenance Notes 


Machine Drives Five Rivets 
to One by Hand 


By O. H. JORGENSEN 


Chief Draftsman, Equipment Department, 
Chicago Surface Lines 

OR the manufacture and. repair 

of brush-holder yokes, gear cases, 
trolley harps, fenders and many 
other jobs requiring a number of 
small rivets to be driven, a high- 
speed riveting machine of the type 
shown in the accompanying illustra- 
tion, taken in the West shops of the 


High-Speed Riveting Hammer Which Saves 
Time in the West Shops of the Chicago 
Surface Lines on a Large 
Variety of Work 


Chicago Surface Lines, has been 
found to make very substantial sav- 
ings in time. 

In making up brush-holder yokes 
of the type shown in the illustration, 
four ¥s-in. diameter rivets are driven 
cold in 14 minutes as compared with 
8 minutes ‘taken to drive the same 
number by hand. These figures 
were derived from actual time 
studies of the operations. 

The machine used is a size 2-AHD 
hammer manufactured by the High 
Speed Hammer Company of Roch- 
ester, N. Y. It is used to drive 
rivets up to # in. diameter cold and 
is designed for the purpose of repro- 
ducing the flexible blow of a ham- 
mer driven by the human arm. A 
hickory helve with interposed rub- 


-ber cushions is used:to produce this 


result. 

Power is furnished by an indi- 
vidual 4-hp. motor, running at 1,800 
r.p.m. on 500 volts, and is trans- 
mitted through a belt and pulley 
from the motor to a crankshaft, and 
thence through a connecting rod and 
heavy rubber cushions to one end of 
the hickory helve. The other end of 
the helve carries the peen. The speed 
and intensity of the blows are con- 


trolled from a pedal so that a num-, 


ber of light blows may be delivered 
at slow speed, or a series of sharp 
blows may be struck at high speed. 
The peen may be shaped to form any 
shape of rivet head desired. While 
the rivet is being formed, the peen 
revolves so as to impart a finished 
surface to the heads. 


Welding Truck Transom 
. Bars 


OME of the truck transom bars 

have broken on St. Louis type 
60-1 trucks in service on the lines of 
the Philadelphia & Western Railway, 
Norristown, Pa. These transom bars 
consist of forged steel, bent at the 
ends to follow along the top of the 
truck side bars. The breaking takes 
place just at this bend. 

In repairing these the break is 
grooved out with an acetylene torch 
so as to provide space for adding 
metal. This groove is then filled in 
by welding, and additional metal is 
also deposited so as to give a larger 
cross-section than that of the origi- 


nal bars. The time necessary for 
making repairs to a pair of truck 
transom bars is about five hours. 


Portable Compressor Outfit 
to Clean Cars i 
HANDY apparatus for blowing 

the dust out of controllers, 
switches, etc., has been constructed 
by the Knoxville Power & Light 
Company, Knoxville, Tenn., from old 


Portable Compressor Outfit Used in Knox- 

ville for Blowing Out Controllers, Ete. © 
equipment on condemned cars. The 
apparatus consists of an AAI, 550- 
volt, motor-driven Christenson com- 
pressor, an Allis-Chalmers governor 
and a compressed air tank equipped 
with a pressure gage. a 

These have all been mounted on ; 


Truck Transom Bars Repaired by Welding 
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Dick Prescott Meets the Boss 
And so does Mullaney 


PON swinging around in his 
chair, ‘after his telephone con- 
versation with Thomas Mul- 

laney, Steve White recognized Mr. 
Milburn, the new general manager of 
the Consolidated Railway & Light 
Company, as he had seen a photograph 
of him in the daily paper. In spite of 
repeated differences with Mullaney, 
Steve was intensely loyal to his imme- 
diate superior, and he flushed profusely 
as he realized that his statements. had 
undoubtedly been heard by the G.M. 

Mr. Milburn was the first to speak 
and cleared the situation for the mo- 
ment. by appearing to ignore the re- 
marks he had just heard. 

“Will you kindly direct me to Mr. 
Mullaney’s office?” 

By this time Steve had succeeded in 
getting to his feet and this seemed to 
bring back the power of speech. 

“Oh— Why— Yes! — Mr. Milburn— 
Sure!—” 

Steve was trying hard to collect 
himself. He had a powerful desire to 
get out of the presence of the “boss” 
until he could get a moment to think, 
and he therefore turned suddenly to 
Dick, who had remained standing re- 
spectfully silent. 

‘Mick, take Mr. Milburn right over 
to Mr. Mullaney’s office.” 

The general manager stepped back 
from the door and Dick quickly joined 
him, saying as they moved off from the 
carpenter shop office, “Mr. Mullaney’s 
office is over on the other side of the 
shop, Mr. Milburn, and we'll have to 
go through this way” (motioning to the 
large door leading out of the carpenter 
shop building). 

As they walked off, the general man- 
ager seemed in no particular hurry. 
He paused frequently and seemed in- 


terested in observing the manner in 


which certain types of repair work 
were performed. He stopped and 
from a little distance watched two men 
who were attempting to trim the edge 


of a piece of dash iron by holding it 
on a rail at the edge of a pit, and using 
a cold chisel and hammer. As they 
moved along through the shop, he 
noted the lack of heat and the bundled 
appearance of the men as they awk- 
wardly went about their tasks. Neither 
did the gloomy appearance and the ac- 
cumulated dust of years on the sky- 
lights and walls of the building escape 
his apparently casual glance. 


In the wood mill he noted the piles 
of shavings on. the splintered wood 
floor. In the machine shop he saw a 
workman carefully calipering a broken 
armature shaft in order to obtain the 
dimensions for the piece which he was 
turning in a lathe. No drawing of any 
kind was in sight. In the paint shop 
he watched a workman laboriously 
coating the irregular surfaces of a 
truck with a hand brush. 


Dick walked along at the general 
manager’s side and replied as fully as 
he was able to several questions put to 
him regarding some of these opera- 
tions. He explained that he had only 
recently been forced to leave his engi- 
neering studies and accept employment 


‘as a carpenter's helper, and was there- 


fore not very familiar with the prac- 
tices in the shop. As Dick replied to 
questions, however, the general man- 
ager turned several times and observed 
him keenly. 


They finally reached the outer office 
where Dick had received some of his 
first impressions of the Consolidated 
shop. Approaching the door marked 
“General Foreman,” Dick knocked, 
and in answer to the gruff “Come in,” 


-he opened the door, and stepped in 


after the general manager. 

“Mr. Milburn, this is Mr. Mullaney. 
If that is all you wanted, I’ll leave 
you here.” ; 

“Yes, that’s all; thank you very 
much.” ‘ 

Dick Prescott withdrew, and closed 
the door as he came out. 


small four-wheel truck, as shown in 
the accompanying’ illustration. A 
long pole with a fuse hooks over the 
trolley -wire to furnish the current. 
Ground ‘connection is furnished by 
an iron plate which is placed on the 
rail and is connected to the appa- 
ratus by a long, flexible cable. Be- 
cause the parts were all taken from 
cars about to be scrapped, the appa- 
ratus was constructed at small cost. 
It is comparatively light in weight 
and can be moved easily anywhere 
in the shop. 


Babbitting Air Brake 
Handles 


ANY methods for repairing air 

brake handles where they fit the 
broached portions of the brake valve 
stems are used by various electric 
railways. When the fit becomes 
worn, the Eighth Avenue Railroad, 
New York, N. Y., is babbitting its 
air brake handles and is finding this 
a very satisfactory method. The ac- 
companying illustration shows the 
type of babbitting jig used. 

A plate with four strap iron legs 
is used to support a standard brake 
valve stem and the necessary attach- 
ment for accurately locating the air 
brake handle and providing for its 


Jig for Babbitting Air Brake Handles. The 
Movable Plate for Removing Handles 
Is in the Raised Position 


removal after babbitting. A remov- 
able plate fits over the round portion 
of the brake valve stem and rests 
on top of the base plate of the jig. 
This smaller plate is notched out to 
correspond to the top of the brake 
valve, so that a handle placed in 
position will be accurately lined up 
and the distance from its center to 
the interlocking lug of the brake 
valve will be exactly determined. 
With the air brake handle in posi- 


Air Brake Handle in Position on Jig 
Ready for Babbitting 


tion, it is lined up horizontally by 
means of a set screw with an adjust- 
able nut. This is used to level up 
the handle and insure that it is 
held accurately during the babbit- 
ting operation. Babbitt is then 
poured in at the top of the handle 
until an accurate fit is obtained and 
the entire space is filled. 

In order to remove the handle 
after babbitting, an attachment is 
provided on the underside of the jig. 
This consists of a movable plate with 
two pins which project through the 
face plate of the jig and when raised 
press against the movable plate on 
top. The latter supports the brake 
valve handle. This movable plate 
underneath works in guides and is 
raised by means of a hand screw. 
By turning this, the movable plate 
pushes the brake handle vertically 
without danger of distorting the bab- 
bitt lining of the handle. 
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Armature Shafts Built Up 
with Sleeves 


T IS the practice of the Nashville 

Railway & Light Company, Nash- 
ville, Tenn., to build up a worn arma- 
ture shaft by shrinking a steel sleeve 
on the shaft. The sleeve is slipped 
on hot and allowed to cool in place, 
and is then turned down in a lathe 
to the desired size. This procedure 
has supplanted the welding process 
which was the method formerly used 
to build up worn armature shafts. 
The new method is preferred, not 


Worn Armature Shaft Restored by Shrink- 
ing on a Steel Sleeve 

only because it is more economical, 

but also because the danger of 

crystallization of shaft during weld- 

ing is eliminated. 


Spray Painting Practice 
in Atlanta 


SPRAY painting outfit which is 
used by the Georgia Railway & 
Power Company, Atlanta, not. only 


Spray Painting Outfit Used by the Georgia Railway & Power Company Has Been 
Mounted on a Small Truck to Give it Mobility 


for car painting in the shop, bu 
also at times for doing large outdoo 
painting jobs, has been mounted 01 
a small truck to give it mobility 
The apparatus used is the DeVilbi: 
spray painting machine, with an ol 
railway compressor and governor. — 

When car painting is being done 
the 10-gal. paint tank is used simply 
as an air chamber, the paint itsel: 
being placed in a smaller container 
The practice of this company is t 
use spray painting below the bel 
rail, including the trucks, and hanc 
painting above that line. Shields o1 
various kinds to protect the window: 
and sash and permit spray painting 
of the entire exterior have been triec 
but have not proved very satisfac 
tory. Further experiments along 
this line are contemplated, but for 
the present the use of this apparatus 


_is confined to the lower portion of 


the car body and trucks. Experi 
ence shows that the work formerly 
done in one man-day can now be done 
by spray painting in two man-hours 


Economical Construction 


for Body Spring Posts 

HE body spring posts for the 

Brill No. 22 truck consist of : 
top portion of 2 in. diameter, while 
the diameter of the bottom part ot 
the post is but 14 in. Where these ars 
made out of solid steel rods, it i 
necessary to turn off % in. from the 


Two Body Spring Posts and a Side Bearing 
Ready for Installation on a No, 22 Truck 


bottom part. The Long  Islant 
Electric Railway, Jamaica, N. Y., ex 
perienced trouble from the breaking 
of these body spring posts just a 
the shoulder. As a washer fit: 
against the enlarged portion and or 
top of the springs, a fillet could no’ 
be provided at this point. The diffi 
culty has been overcome, however 
by using a 2-in. steel tube with 2-in 
wall for the enlarged end. This i 
forced on to a 14-in. steel rod as in 
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icated in the accompanying illustra- 
on. This construction has not only 
vercome the breakage of the posts, 
ut also is a more economical method 
1an turning down the posts. 


Special Bench Rest for 
i Taping Coils 
N ORDER that the tape may be 
_passed inside and around a. field 
ji1 while it is lying flat, a bench 
i the electrical repair department 
f the Highth Avenue Railroad, New 
ork, has been provided with two 


ixtension Arms on Workbench Provide 
Convenient Means for Taping 
Field Coils 


<tension arms. The field coil to be 
iped is placed on these for support. 
he work of taping can then be car- 
ied out without any obstacle and 
ithout the necessity for part of the 
il to extend over the edge of the 
ench unsupported. The work of 
ping can also be done much better 
ith the coil flat than if on edge. 


Chains Hold Safety Car 
Motors in Place 


SIMPLE method to hold a 
safety car motor in place in 
ASE 
olt, some trouble from which has 
een experienced in the past, has 
een devised by the Nashville Rail- 
ay & Light Company, Nashville, 
enn. After the bolt has broken the 
lotor is free to move up or down to 
certain extent. This movement 
as in some cases resulted in cutting 
1e motor leads and crippling the car. 
© prevent this and save the neces- 
ity of pulling cars in from the road, 
1e company has equipped all of its 
afety cars with chains running from 
ae bale on the motor case to the 
ruck frame. These chains have 
nough slack to allow free movement 
f the springs but are tight enough 
9 prevent the motor hitting the car 
oor if the suspension bolt breaks. 


of breaking of the suspension: 


[ New Equip 


DS 


ent Available 


Z> 
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A Lighter Portable Welder 


By J. C. LINCOLN 
Liteweld Company, Cleveland, Ohio 


DEVELOPMENT of welding and 
i \ bonding equipment has recently 
been made by the Liteweld Company 
in the form of a dynamotor type 
welder. This type was used as it is 
light and efficient, and improvements 
in design have further increased the 
effectiveness of the active material 
while still retaining simplicity, effi- 
ciency and ruggedness. 

The chief modification is in the 
field system, which is of the “‘divided 
pole’ design. In the Liteweld ma- 
chine the poles are divided into three 
magnetically isolated parts instead 
of being of the usual one-piece con- 
struction. Each pole piece is made 
up of sections of laminations on the 
outside with a central section formed 
from a steel bar. Slots are provided 
in the laminations for inserting in- 
terpoles if necessary. The three 
sections of the pole are securely 
bound together by a cast non-mag- 
netic metal of high tensile and com- 
pressive strength located between the 
central steel bar and the laminations 
on either side. 

The effect of this divided pole sys- 
tem is best illustrated by considering 


the limitations of a welding dyna- 
motor, the principal one of which is 
sparking. The magnetic flux in any 
electric motor or generator consists 
of two component parts, the useful 
flux in the pole and the armature 


“reaction flux which tends partly to 


neutralize the useful flux and partly 


Cross-Section of the Divided Pole Construc- 
tion Used in the Magnetic Circuit 


The small stippled areas are the iron 
cores; the dark areas are the field coils; 
the large stippled areas are the non-mag- 
netic cast material which binds the parts 
of the divided poles together and assists in 
overcoming the armature reaction flux. 


to cause destructive sparking at the 
brushes by shifting the proper com- 
mutating position of the armature 
current. In ordinary motor design: 
this reaction flux is reduced by in- 
creasing the size of the air gap be- 
tween the armature and the pole, 
thus making it more difficult - for 
the reaction flux to reach the pole. 


Pneumatic Tire Mounting Is Provided for New “Liteweld” Welding Set 
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This requires a greater magnetizing 
force in the poles and greater power 
to overcome this loss and to prevent 
sparking. This is of particular im- 
portance in a welding machine be- 
cause of the sudden surges of cur- 
rent. 

It will be seen from the accom- 


panying diagram of the Liteweld 


machine that the useful flux has but 
a short path to travel, which is al- 
most entirely of iron. The reaction 
flux has a much more difficult path 
to follow, as in addition to crossing 
the air gap twice it must pass across 
the non-magnetic alloy which sepa- 
rates the laminations from the cen- 
tral bar, through the central bar 
itself,.across the section of non- 
magnetic alloy on the other side of 
the pole into the laminations adjacent 
to it and thence back to the arma- 
ture. As its path is largely through 
non-magnetic material, the armature 
reaction flux is practically eliminated. 

With this construction the air gap 
can be made much smaller than is 
the usual practice, and since nearly 
80 per cent of the total magnetizing 
force is needed to force the flux 
through the non-magnetic part of the 
circuit, a comparatively small reduc- 
tion at this point greatly reduces the 
number of ampere turns per field coil. 
This results in a smaller machine 
without loss of power, efficiency or 
reliability. 


Improved Bar Cutters 


EATURES which will appeal to 

the railway shop repairman as 
well as to those engaged in struc- 
tural work have been incorporated in 
a new series of special bar-cutter ma- 
chines manufactured by the Buffalo 
Forge Company, Buffalo, N. Y. A 


universal bar-cutter arrangement 
with a special section for cutting 
channels and I-beams, improved 


placement of the plunger counter- 
balancing springs, and a newly 
designed driveshaft bearing for the 
main shaft are common to all ma- 
chines of the series. In addition, a 
more positive method for effecting 
plunger engagement is used on the 
smaller sized bar cutters. The 
larger machines have a new type of 
cam adjustment for the jaw-type 
clutch. 

The bar-cutter machines range in 
size from a No. 5 to a No. 11. In 
sizes 5 to 9 engagement and disen- 
gagement of the plunger is made 
through a new block and ram, con- 
trolled by a counterweighted lever. 
This counterweight assures positive 
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Bar Cutter with Special Sections for 
Cutting Channels and I-Beams 


holding of the ram in either position. 
The new cam adjustment for the 
larger bar cutters, Nos. 10 and 11, is 
by means of a spring which controls 
the engagement of the clutch. This 
adjustable feature assures maxi- 
mum speed and ease in operation. 

The lower half of the bar-cutter 
working section can be used for cut- 
ting rounds, squares, angles, flats 
and tees without changing knives. 
The upper half of this section con- 
tains the knives for cutting channels, 
I-beams and other rolled sections. A 
special knife is required for each size 
channel and I-beam used. The over-all 
height of the machines is reduced 
by changing the position of the 
two large plunger counterbalancing 
springs from the top to a position 
inside the frame. With the new 
driveshaft bearing, either the fly- 
wheel or the shaft itself can be easily 
and removed when necessary. 

All working parts of the bar cut- 
ters are accurately machined. The 
plunger and gears are steel castings, 


while the pinions are of chrome-’ 


nickel steel. The shafts are of ham- 
mered steel and run in bronze-lined 
tearings, while the driveshaft bear- 
ings are ring oiled. The frame is 
built of two armor plates securely 
bolted and doweled together and 
rigidly reinforced. The drive may 
be either by pulley or motor. 

The cutting capacity of rounds 
ranges from 1 in. for the No. 5 ma- 
chine to 4 in. for the No. 11 machine. 
Squares can be cut from § in. with 
the smaller machine to 34 in. with 
the largest. All capacities for these 
machines are based on mild steel 
with a tensile strength of 60,000 lb. 
per square inch. 
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Accurately Ground Steel 
Parallels 


RECENT addition to its line o 

precision tools has been made b 
the L. S. Starrett Company, Atho 
Mass. This consists of sets o 
parallels made from a special grad 
of tool steel, and ground. They ma 
be used to advantage in setting u 
work to be drilled, planed or mille 
accurately. A complete set consist 
of eight pairs of parallels. Thes 
may be purchased in individual pait 
or combinations, as desired, for us 
in the tool room or machine shoj 
They are all 6 in. long. 


Utility Saw Cuts Either 
Wood or Metal { 


{ 
4 HEAVY duty general utility sa 
is being marketed by Williai 

B. & John E. Boice, Toledo, Ohi 
This is arranged to swing saws ¢ 
large as 8 in. diameter and will a 
23-in. stock. The table is 16 x 20 in 
and elevates for grooving. Attacl 
ments are provided for boring wit 
an adjustable boring table, and f¢ 
sanding, grinding, etc. The sa 
arbor is arranged to take standa1 
wood machine bits with 4-in. straig] 
shank or regular drill chucks. TI 
machine is equipped with lar; 
bronze bearings and the shaft 
ground accurately. 

The motor required is from 3 ° 
2 hp., depending on the diameter | 
saw used. The height of the m 
chine complete as illustrated is 33 ii 
but the operating part is sold se 
arately for bench mounting witho 
base or motor. The height of t 
upper section is 83 in. 


Utility Saw with Attachments for Borin 
and Grinding 


May 17, 1924 


ELECTRIC RAILWAY JOURNAL 


“783 


NS 


Association News & Discussions 
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Improvements in Arc-Welded Rail Joints* 


Recent Developments in the Method of Welding Joint Plates by Means 
of the Carbon Arc Process, and Tests on Several Types 
of Joints, Are Described 


By R. B. FEHR 


Development Engineer Rail Welding & Bonding Company, 
Cleveland, Ohio | 


URING the past two years an in- 

tensive investigation of the seam- 
welded rail joint has been made along 
the following lines: (1) Study of the 
functions of seam-welded joints and 
the stresses to which they are sub- 
jected; (2) improvements in the joint 
structure and welding processes; (3) 
development of a practical method for 
making accelerated tests on seam- 
welded joints; (4) comparative tests 


on seam-welded joints in which varia- 


tions have been made in either the 
mechanical structure or the welding 
process. 

This investigation has now reached 
the point where definite improvements 
have been made in the durability of 
the joint and in the method of installa- 
tion. A report of this work will be 
found in the January, 1924, Journal 
of the American Welding Society. In 
the present paper will be discussed 
briefly some important matters that 
have not received the proper amount 
of attention in the past. Observations 
of seam-welded joints, some of which 
have been in excellent condition for a 
period of seven years, indicated that 
probably the chief cause of joint fail- 
ures was the repeated impact caused 
by cupping, which in turn was prin- 
cipally due to faulty mechanical prepa- 
ration of the joint. Our efforts were 
directed toward obtaining the most 


practical means of setting up joints, 


increased strength of the joint struc- 
ture and improvements in the welding 
procedure so as to obtain not only 
heavier, stronger and better positioned 
seams, but an easier condition for weld- 
ing and greater reliability of the 
process. 

Careful analysis of joint failures has 
indicated that the primary cause is 
chiefly what is termed fatigue of the 
seam welds, brought about by repeated 
stresses due to the combination of im- 
pact, flexural and tensile stresses. 
Fatigue failure of metals is due to 
alternating or repeated stresses below 
the ultimate strength, or even below 
the elastic limit. Recent exhaustive 
researches conducted by Dr. D. J. 
McAdam, Jr., at the U. S. Naval Engi- 
neering Experiment Station and by 
Prof. H. F. Moore at the University of 
Illinois have shown that steels have 
an endurance limit, which is that unit 
stress below which the metal can with- 


*Abstract of paper before the Southwest- 
ern Public Service Association, New Or- 
lears. Apri] 22-25, 1924. 


stand an indefinitely large number of 
reversals or repetitions of stress with- 
out failure. Evidently the rail joint 
should withstand not only the stresses 
due to flexure, temperature decrease, 
welding, etc., but also the repetitions of 
stress due to impact, and, therefore, 
the unit stresses in the fish-plates and 
seam welds should be below the endur- 
ance limit. 


IMPROVEMENTS IN JOINT STRUCTURE 


The joint is primarily dependent upon 
its mechanical structure and prepara- 
tion. The best results can only be 
obtained when the fish-plates are ample 


Annual Convention 
and Exhibits 


A. E. R. A. 


Ailantic City, N. J. 
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in length and cross-section (that is, 
with the proper section modulus) and 
when the joint is assembled so as to 
have good fishing areas and a complete 
elimination of the gap between rails, 
since this begins the cupping that pro- 
duces impact. The ends of the rail 
heads should be milled and brought 
together under compression, and to in- 
sure compression of the rail heads it 
is important that the end of the rail 
be under-cut slightly below the bottom 
of the head. Immediately after the 
seams are welded, the joint should be 
ground to the contour of the rail to 
avoid the impact that would be caused 
by the passing of car wheels over 
irregularities in the running surface or 
gage line. 

If the rail ends cannot have a good 
area of contact when abutted, medium 
hard steel inserts must be used to take 
care of irregularities in the ends of 
the rail and to fill the gap completely, 
with moderate compression. 

In a 6-in. 100-Ib. T-rail joint with 
fish-plates 1 in. thick and with the rail 
heads not properly abutted a simple 
calculation will show that the section 
modulus of the joint at the gap is only 
5.0 as-compared with 17.8 for the rail 
itself. It is, therefore, evident that a 
rather large unit stress can be ex- 
pected in the seam welds because of 


the comparatively weak mechanical 
structure of the joint. The section 
modulus of rail joints can be increased 
by (1) elimination of gap; (2) heavier 
fish-plates; (3) base-plates welded to 
base of rail. 

By the use of heavier fish-plates hav- 
ing economical distribution of material 
(that is, I or channel sections), it is 
reasonable to suppose that the strengtn 
and life of the joint under repetitive 
impact will be very greatly increased. 
Base-plates welded to the base of the 
rail acting as tension members can 
also be expected to increase greatly the 
strength and life of the joint, because 
the section modulus of the joint at its 


‘middle section has thus been greatly 


increased. In order that the life of the 
base-plate seams may be a maximum, 
it is necessary that the base-plates be 
installed so as to have good contact 
with the bottom of the rail. The seam 
welds will then be subjected to longi- 
tudinal stresses only, rather than to 
additional vertical shearing stresses 
caused by downward pressure from the 
rail. 


IMPROVEMENTS IN WELDING PROCESS 


During the past year and a half a 
great amount of effort has been ex- 
pended on the development of a weld- 
ing process which had for its main 
object the strengthening of the seam 
welds. Increasing the strength by 
adding a larger quantity and better — 
quality of seam metal has been ac- 
complished by what may be called the 
“hand-feeding process,” which will be 
referred to as Process B, as distin- 
guished from the present Process A, 
in which the filler rod is laid in posi- 
tion. 

In the hand-feeding process the filler 
rod is added by hand at the discretion 
of the operator. After striking the car- 
bon are and forming a crater between 
fish-plate and rail, a filler rod is slowly 
fed in on the side of the crater toward 
which the are advances. At no time 
is the rod advanced in front of the arc, 
thus obstructing the crater and inter- 
fering with the proper deposition of 
metal. The idea is to maintain a clean 
crater of slight depth, and by a sweep- 
ing action of the arc to deposit arc- 
fused metal in thin layers on the re- 
ceding side of the crater, while the 
slag and other impurities are being 
floated off. 

It has been proved by means of shop 
tests (wedging off fish-plates, etc.), 
chemical and metallographic analyses, 
cross-bending tests and repeated im- 
pact tests that a combined groove and 
ledge preparation of the fish-plate for 
the head seams gives a marked increase 
in the strength and life of the joint. 

Some very remarkable results have 
been obtained by preheating (by the 
carbon arc), double welding and post- 
heating (by the carbon arc) in connec- 
tion with Process B. The advantages 
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resulting from pre-heating, double 
welding and post-heating are found to 
be: (1) The shrinkage stresses in the 
first seam weld are largely relieved 
by the annealing effect produced by 
re-tracing or double welding; (2) the 
erain structure of the first layer of 
seam metal is refined because this seam 
metal has been reheated to its critical 
ar ote (3) there is assurance 
ae the seam welds are tapered; that 

, heavy at the middle portion of the 
joint where the greatest stresses occur, 
and light at the ‘ends of the fish-plates. 

Furthermore, a coated filler welding 
rod has been developed which gives a 
superior quality of seam metal. As 
a consequence, the “Una” welding 
process has been evolved. 

Briefly summarized, the improve- 
ments effected by this welding process 
are: (1) The arc is more easily con- 
trolled; (2) the seam metal is more 
easily placed in the proper position; 
(3) initial seam cracks are practically 
unknown; (4) heavier, stronger, more 
ductile and more homogeneous seam 
welds are obtained; (5) the seam welds 
have a much longer life under repeti- 
tive impact stresses. 

It is important to pay. attention to 
the relief of stresses due to expansion, 
contraction and shrinkage of seam 
metal which are set up in all kinds of 
welding operations. The carbon arc 
enables the welder to reduce, if not 
entirely eliminate, the localized stresses. 
This is readily accomplished by pre- 
heating and post-heating the ends of 
all seams and the adjacent portions of 
the rail and fish plates, by means of 
a long flaring are. Recent investiga- 
tion has shown that if the entire seam 
is re-traced by the carbon arc, the seam 
welds have a greatly increased life 
under repeated impact. This result is 
undoubtedly due to the annealing of 
the seam metal and the consequent 
relief of stresses. 

Shrinkage of the weld metal during 
its solidification and subsequent cooling 
causes vertical tensile stresses to be 
set up in the fish-plates. A simple and 
effective means of minimizing these 
stresses is to bolt up the fish-plates 
very tightly in the first place, so that 
a considerable initial vertical compres- 
sive stress can be set up by means of 
the wedging action. Then vertical ten- 
sile stresses in the fish-plates due to 
shrinkage of the seams will first have 
to balance the vertical compressive 
stresses before they can cause residual 
tensile stresses in the fish-plates. 

Staggering the seams, top, bottom, 
and sides, should be followed as far as 
practicable, so that no two seams end 
in the same vertical plane, thus pro- 
ducing a fillet effect when the joint 
acts as a beam. The head seams should 
not extend as far longitudinally as the 
base seams, and it is recommended that 
when new fish- plates are ordered, they 
be staggered about 2 in. longitudinally 
with respect to each other. When base- 
plates are used the seams should also 
be staggered with respect to each 
other. 

The order of welding the seams should 
be governed by the principle that the 
finished joint, when cold, will tend to 
be concave toward the side (or top or 
bottom) on which the seams were 
welded first. The aim should be to 
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have the welded joint slightly high at 
the middle, so that by the time it has 
been carefully ground it will be flat. 
Consequently, it will generally be found 
best to weld the base seams first only 
where the gap between the rail heads 
is not as tightly closed as it should be, 
so that the welded joint will be slightly 
high instead of low at the gap. When 
the gap is properly eliminated the head 
seams should be welded first, thereby 
increasing the compression and area 
of contact between the rail heads. In 
some cases it may be desirable to weld 
one head seam first, then the opposite 
base seam, then the other head seam, 
and finally the other base seam. In all 
cases a 2-ft. straight edge should be 
the guide ‘in determining the best order 
of welding, for if it is found that the 
finished joint is usually slightly con- 
cave on top, the initial preparation of 
the joint and the order of welding must 
be so altered as to produce a slight 
convexity of the joint on the running 
surface after welding 
grinding. 


ACCELERATED JOINT TESTS 


Chemical and metallographic anal- 
yses of the seam welds, wedging 
off fish-plates, cross-bending tests of 
welded joints and compression-shear 
tests of seam welds gave strong evi- 
dence of the advantages of Process B 
for welding joints, but none of those 
tests gave results as regards failures 
which were anything like those known 
to occur in service. On account of the 
delay that would have been caused by 
the building of a testing machine, it 
was decided to utilize only the repeated 
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January Journal of the American Weld- | 
ing Society. These tests have proved 
that the seam-welded joint has been 
very much improved and that it is safe 
to assume that joints installed in ae- 
cordance with the present recommended | 
practice will have an even longer life. | 

Table I gives a summary of the most. 
important results. In the T-rail joints, 
without base-plates, welding with 
Process B defers very greatly the time 
at which the seams begin to fail by 
fatigue, and the total length of seam 
cracks at 50,000 and 100,000 blows is 
much less than in the case of Process A 
joints. Further, the use of base-plates 
with 100-lb. T- rail, while not decreasing 
the number of seam cracks at a given 
number of blows, served to increase 
greatly the fatigue life of the fish- 
plates. Figures in the column marked 
“Maximum Blows” give a rough meas- 
ure of the relative number of blows at 
which the joints were so badly deterio- 
rated that they had to be removed from 
the testing machine. tf 

The.data obtained on the 7-in. 122-Ib. 


— groove rail joints show what can be ex- 


pected when proper attention is given 
to the mechanical structure and prep- 
aration of the joint and to the best 
welding practice. 

All the joints tested can be classified 
roughly into two groups: In one, the 
fish-plates had the shorter life; in the 
other, the seam welds had the shorter 
life. Process B characterizes the for- 
mer group and Process A the latter. 
The welding process has been improved 
until the life of the joints is dependent 
upon the life of the fish-plates, rather 
than upon the life of the seam welds, 
{ 


TABLE I—SUMMARY OF REPEATED IMPACT (TEST DATA—HAMMER 250 LB., DROP 10 IN 


Number of Blows Number of 
Seam Cracks at——. Seam Fish-plate Joints 
50,000 100,000. 200,00 Cracks Cracks in. | 
Description of Joint Blows Blows Blows Started Started Maximum Average 
6-in., 100-Ib., T-rail 
Process A, 24-in. x I-in. plates 29 38 135500.2 2 ke ernts 100,000 6 
Process B, grooved plates, . 1 5 ae 55,000 93,500 130,000 9 
Process B, base-plates. . bea 2 8 28 46,500 213) 000 247,000 2 
7-in., 122-lb. Grooved Rail 
Process A, 24-in. x J-in. plates 14 (19) 20,000 95,500 76,600 4 
Una process, 24-in. x 1}-in. 
Dlabeaeeetnee mete wires «> 0 0 0 (300,500) 117,000 300,500 2 


impact method of testing. Accordingly, 
a No. 2 automatic drop press of the 
Standard Machinery Company, Auburn, 
R. I., was adapted to use as a repetitive 
impact rail joint testing machine. This 
has a hammer weighing 250 lb. with a 
maximum drop of 36 in. The drop 
actually used in all tests was 10 in., 
and the hammer was allowed to fall at 
the rate of sixty blows per minute. The 
energy of the blow is approximately 
200 ft.-lb. and its point of application 
2 in. from the gap. This machine pro- 
duced failures in joints which were 
similar to those observed in actual 
service, and the seam failures occurred 
within a comparatively short time. 
Thus the machine provided a means not 
only for making accelerated compara- 
tive tests, but for making accelerated 
progress in the development of seam 
welded joints. 

During the past year a large number 
of welded rail joints have been tested 
by means of the repeated impact test- 
ing machine. The test conditions and 
a summary of the detailed data ob- 
tained appeared in the article in the 


as was formerly the: case, and by re- 
lieving: the stresses and increasing the 
section modulus of the joint at the mid- 
dle its life as a whole has been greatly 
prolonged. For example, practically 
all of the Process B joints had to be 
removed from the hammer, not because 
of any excessive cracking of the seam 
welds, but because the fish-plates finally 
gave way on account of fatigue at the 
middle sections. 

Table II gives some interesting data 
on the improvements made in both the 
welding process and filler rod. In or- 
der to minimize the many variables in- 
volved in joint welding a series of 6-in., 
100-lb. T-rail joints were set up with a 
7s-in. gap and with only the head seams 
welded, the bolts, of course, having been 
removed after welding. 


PRINCIPLES SUMMARIZED 


As a result of this investigation the 
following principles can be definitely 
laid down as underlying the best known 
practice: 

1. The gap between rail heads must 
be eliminated by bringing carefully pre- 
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TABLE II—REPEATED IMPACT TEST DATA—FILLER ROD USED FOR JOINT WELDING 
, HAMMER 250 LB., DROP 10 IN. 


6-in., 100-Ib. T-rail joints, ys-in. gap, 24-in. x |-in. fish-plates. Only head seams welded, no bolts 


2 in. of 


4;-in, diameter rod per inch of seam weld. 


Seam Cracks 


Seam Cracks at 


Started 25,000 50,000 Maximum Number of Joints 
Description of Joint => Be Blows Blows Blows in Average 
Process A, ordinary low carbonrod....... 3,100 31 te 19,400 4 
Process A, grade 10rod................. 11,600 18 rs 38,400 6 
Process B, grade 10 rod................. 28,900 9 15 70,600 5 
Process B, Una joint rod 200............. 35,400 2 i 101,000 8 
pared rail ends together under com- Fritch, assistant general manager 


pression. 

2. The strength of the joint as a 
beam must be adequate, that is, its sec- 
tion modulus at its middle section must 
be of the same order of magnitude as 
that of the rail. 

8. Fish-plates must have ample, well- 
fitting fishing surfaces, and also the 
proper shape and size of groove for the 
welding of the head seams. 

4, The carbon content of the fish- 
plates ought to be about 0.25 per cent. 

5. Fish-plates should be drawn up 
tightly by means of bolts. 

6. The welding of the seams is best 
earried out by means of the Una proc- 
ess, involving pre-heating and post- 
heating, single welding and double 
welding, and Una joint rod, 

7. The copper defining bar is abso- 
lutely essential for obtaining the best 
head seam welds in the easiest and 
most reliable manner. 

8. Pre-heating all seams by means of 
a long carbon arc prevents excessive 
chilling of the weld metal and the for- 
mation of hard, brittle constituents. 

9. Post-heating all seams by means 
of a long arc tends to relieve welding 
stresses. 

10. Interrupting the base seams at 
the middle of the joint increases ma- 
terially the fatigue life of the fish- 
plates. 

11. Staggering and tapering seams 
toward the ends of fish-plates is effec- 
tive in producing a fillet effect at the 
ends of the joint. 

12. Staggering the fish-plates like- 
wise is effective in producing a fillet 
effect. 

13. The order of welding seams 
should be such that the welded joint 
after cooling is slightly high rather 
than flat or concave. In general, the 
welded joint after cooling tends to be 
concave toward that side, or top, or 
bottom, on which the seams were welded 
first. 

14. Immediately after welding, the 
joint should be carefully ground to the 
contour of the running surface of the 
rail. 


New England Club Activities 


HE May meeting of the New Eng- 
land Street Railway Club will be 
held at the Copley-Plaza Hotel, Boston, 
Mass., May 22. There will be a session 
on “Safety” at 3:30 p.m. at which talks 
will be given by Lewis E. MacBrayne, 
general manager Massachusetts Safety 
Council, and H. K. Bennett, in charge 
of safety work, United Electric Rail- 
way of Providence. ; 
Following the regular monthly dinner 
‘at 6:30 p.m., two papers will be’ pre- 
sented. The subject of the first is 
“Claims,” by J. J. Reynolds, Boston 
Elevated Railway, and the _ second, 
“Problem. of Traffic Regulations as 
Affecting Street Railways,” by H. F. 


Eastern Massachusetts Street Railway. 
The club’s annual outing will be held 
at Norumbega Park, July 24. 


A.E.S.C. Track Bolt Committee 


ENTATIVE designs for standard 
track bolts were considered by sub- 
committee No. 4, of the sectional com- 
mittee on standardization of bolt, nut 
and rivet proportions, organized under 
the procedure of the American Engi- 
neering Standards Committee, at a 
meeting in the United Engineering 
Societies’ Building, New York, May 14. 
Members or alternates present were C. 
W. Squier, chairman, New York; Lem. 
Adams, Omaha, Neb.; B. G. Braine, C. 
B. Bronson, New York; W. C. Cushing, 
Philadelphia, Pa.; J. H. Edmonds, Leb- 
anon, Pa.; John B. Emerson, Chicago, 
Til.; J. J. McLoughlin, North Tona- 
wanda, N. Y.; E. F. Schermerhorn, New 
York. 
It was decided that the tentative 
standards for track bolts should include 
both oval and elliptic necks, but that 


standards for the small sizes 3 in. to 
§ in. inclusive, should be prepared with 
oval necks only. Tentative dimensions 
for all parts of the bolts, with the ex- 
ception of maximum dimension for the 
necks, were decided upon. Mr. Braine, 
of the Rail Joint Company, who has a 
large amount of information in regard 
to the sizes of holes used in angle-bars, 
is to make a study to determine the 
average size of holes most generally 
used and make recommendations for 
neck dimensions of track bolts, which 
would be most universally used with 
these plates. 

It was decided to specify the length 
of the threaded portion of standard 
track bolts. For the present elliptical 
head bolts are not to be considered for 
standardization, and the subject of nuts 
for track bolts is to follow recom- 
mendations of the American Railway 
Engineering Association rail com- 
mittee. 


Trackless Vehicle Operation 


HE statistical work being done by 

the committee on trackless vehicle 
operation of the Transportation and 
Traffic Association was reviewed at a 
meeting held May 12 in New York 
City. Among the subjects discussed 
were the tendencies in operating and 
maintenance methods, financial data, 
and a proposed set of rules and regula- 
tions for operating personnel. Present 
were W. J. Flickinger, chairman; B. W. 
Arnold, H. F. Fritch, J. B. Stewart, Jr., 
and V. E. Keenan. 


Possibilities of Railway Electrification 
Discussed 


LECTRIC power is an improved 

tool for the use of the railroads, 
was the conclusion of F. E. Wynne, 
manager railway equipment engineer- 
ing department, Westinghouse Electric 
& Manufacturing Company, in an ad- 
dress before the Railway Club of Pitts- 
burgh on April 24. 

Since the power supply is practically 
100 per cent continuous, the motive 
power alone determines the electric 
system’s readiness to serve, he said. 
Steam locomotives are available for 
service from 25 to 50 per cent of the 
time, while electric locomotives in gen- 
eral have 75 per cent up to 90 per cent 
availability. Steam locomotives aver- 
age about 55 miles daily, while if 
electric locomotives, exclusive of 
switchers, average less than 80 miles 
per day it is because of some peculiar- 
ity of the service. 

The following figures were given as 
to the daily mileage of electric engines 
on several railroads: 


Maximum Average 


Length of Daily 
Railroad Runs Mileage 

Chicago, Milwaukee & St. 

Pal) ao scaaerteenite nice 62 200-440 136 
New York, New Haven & 

Biartiordsercicen acs asc: 73 135 
Pennsylvania (New York 

terminal) Coetamieie cane, via 2 120 


The use of electric motive power 
makes it possible greatly to increase 
the capacity of tracks. Electric loco- 


motives can handle safely larger trains 
at higher speed and at closer intervals. 
Multiple-unit trains have more rapid 
acceleration, faster schedules, power 
proportioned to the size of train, and 
the great reduction in engine and train 
movements at terminals. 

The usual method of comparing loco- 
motive maintenance costs directly on 
the basis of locomotive-miles was criti- 
cised by Mr. Wynne. Logically the 
maintenance costs should be compared 
on the basis of the work done. When 
so compared, he said, electric locomo- 
tives show a large reduction in the 


expenditures for inspection, engine- 
house expense, repairs and replace- 
ments. 


A number of advantages of electric 
operation were cited. Among them are 
the ability to hold trains on down 
grades by regenerative braking; elim- 
ination of smoke, gases and sparks; 
higher acceleration rates, and smaller 
number of locomotives required to per- 
form a given service. 

Electrification, further, opens up the 
field of improving operating methods 
on the railroads, which, in the opinion 
of the speaker, have not been embraced 
fully. More extended electrification will 
enable the railroads to realize and 
adopt improved operating methods con- 
tingent upon reduced delays, less wear 
and tear on equipment, less damage to 
goods and the elimination of inter- 
mediate engine terminals. 
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The ability to control almost unlim- 
ited electric motive power from one 
point, greater speed, reduction in delays 
and the greater reliability of electric 
power, afford means of greatly reduc- 
ing engine crew and train crew expense. 

The reasons for electrifying have 
been various, but in every instance suc- 
cessful operation has resulted. In 
many instances material benefits have 
acerued which, at the time of installa- 
tion, were unexpected by either the 
railroad or the proponents of electri- 


fication. Some of these cases were 
cited. ; : 
Beyond question electric motive 


power is not only capable of handling 
all classes of railroad service, but 
it ean do this better than is possible 
with steam, said Mr. Wynne. Motive 
power units, ranging in continuous 
capacity from 400 to 4,000 hp., are in 
operation, and locomotives now build- 
ing will develop continuously 5,950: hp. 
at 28 m.p.h. These locomotives will 
be able to exert 300,000 lb. tractive 
effort, or seven times the maximum 
permitted on the heaviest railroad 
equipment in Europe. It therefore ap- 
pears that there are now available 
electric locomotives far more powerful 


Executive Committee 


HE fact that a number of the 

members of the executive commit- 
tee of the American Electric Railway 
Association expected to be in Cleveland 
last week for the Chamber of Commerce 
meeting suggested the selection of that 
city for the May meeting of the com- 
mittee. President Budd was not able 
to be present so Vice-President J. N. 
Shannahan presided. Other members 
in attendance were: F. R. Coates, R. 
P. Stevens, J. P. Barnes, Harry Reid, 
E. F. Wickwire, C. E. Morgan, Charles 
L. Henry, J. J. Stanley, E. P. Waller 
for J.-G, Barry, H. De Shute wis 
Palmer for C. D. Emmons, and J. W. 
Welsh. 

The committee on publicity, through 
Mr. Wickwire, said that advantage had 
been taken of the thirty-sixth anni- 
versary of the birthday of the electric 
railway, this last week, to broadcast 
some historical accounts of this event 
from a number of stations. These gen- 
erally were given by men connected 
with the local systems and the accounts 
were localized. Considerable newspa- 
per material was also sent out in 
connection with the anniversary. In 
all of this work the state committees 
on information were a great help. The 
“Traction Tom” series is being con- 
tinued and subjects to be taken up 
shortly are jitneys, paving, and the 
attractiveness of the electric railway 
business for young men. Some com- 
panies have substituted portraits of 
employees for “Traction Tom.” The 
committee has several posters on the 
way discussing means of relieving traf- 
fic congestion. 

R. P. Stevens, reporting for the com- 
mittee on company membership, said 
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than required or usable by the railroads 
generally. In other words, e‘ectricity 
can adequately meet the physical re- 
quirements of transportation far beyond 
the present general demand. 

Full advantage is not taken of the 
possibilities of electric operation unless 
it is used to develop new traffic, as well 
as to handle the going business at the 
time of installation. The ease and 
effectiveness with which passenger serv- 
ice can be improved by applying mul- 
tiple-unit trains is worthy of careful 
study. In particular, suburban serv- 
ice can be induced thereby to produce 
worth-while increases in revenue. An 
instance is on record where electric 
service increased travel 100 per cent in 
the first year and attracted an addi- 
tional 80 per cent the second year. 


Midwest Association to Meet 


HE Midwest Electric Railway As- 

sociation will hold its annual two- 
day meeting at the Fontenelle Hotel, 
Omaha, Neb., June 11-12. This was 
the plan decided upon at a meeting of 
the executive committee in St. Joseph, 
Mo., on May 9, and announced by Presi- 
dent D. L. Fennell of Kansas City, Mo. 


that four railway companies and one 
new manufacturer company have joined 
the association in the last month. The 
new members whose applications were 
approved are the Toledo, Fostoria & 
Findlay Railway, Fostoria, Ohio; Rich- 


mond-Ashland Railway, Petersburg, 
Va.; Beaver Valley Traction Company, 
New Brighton, Pa.; Mason City & 
Clear Lake Railroad, Mason City, 
Iowa; and the Brown-Lipe Gear Com- 
pany, Syracuse, N. Y. 

C. E. Morgan, reporting for the 
section and individual membership com- 
mittee, said that there were four appli- 
cations for affiliation with the Engi- 
neering Association. There were also 
twenty-two more applications, but these 
were not accepted because they were 
not properly filled out. 

Mr. Welsh read an invitation from 
the Secretary of Commerce to Mr. 
Budd, asking him to appoint represen- 
tatives on a national committee on 
street and highway safety. L. H. 
Palmer, reporting for the committee 
on mail pay, said that no decision had 
been handed down since the committee 


‘had submitted its brief. 


The meeting concluded by the read- 
ing by Edwin J. Murphy, statistician 
of the association, of a further analysis 
of figures recently compiled by him of 
electric railway earnings for 1923, 
published in the issue of ELEcTRIC 
RAILWAY JOURNAL of May 8 and in 
Aera. 


Nominating Committee 


T THE meeting of the executive 
committee in Cleveland on May 7, 
President Budd announced the appoint- 
ment of a committee of seven to make 
nominations for officers of the associa- 
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tion to serve during the year 1924-1925, 
The members of the committee ap- 
pointed are: C. D. Emmons, Baltimore, 
chairman; P. H. Gadsen, Philadelphia; 
C. V. Wood, Springfield, Mass.; J. W. 
Hancock, Roanoke, Va.; E. C. Faber, 
New York; Myles B. Lambert, Pitts- 
burgh, and L. J. Drake, New York. 


Exhibit Committee Starts 
Selling Space 


By FRep C. J. DELL 


Director 6f Exhibits, American Electric 
Railway Association 


HE complete personnel of the ex- 

hibit committee for the American 
Electric Railway Association Annual 
Convention at Atlantic City, Oct. 6 
to 10, is announced with this item. 
Under the direction of Chairman Mc- 
Quiston, the important work of nego- 
tiating contracts has already been done, 
and the committee now is starting its 
drive to sell exhibit space for another 
big’ convention. : “a 

The diagram of the exhibit space on 
Young’s Million Dollar Pier, application 
blanks for space and other printed 
matter are now being prepared and will 
be ready to go into the mail to the 
membership on June 2. This will be 
sent by registered mail to the represent- 
ative of each manufacturer designated 
to receive all association correspond- 
ence. It will be incumbent upon these 
representatives to see that this matter 
gets into the hands of the official in the 
company who has authority to arrange 
for exhibition space. : 

A date limit will be set for the return - 
of space applications, June 30, and all 
that are received up to and including 
June 30 will receive equal consideration — 
from the exhibit committee, which will 
meet early in July to make the official 
assignment. ; 

If you have not already done so, now — 
is the time to begin to plan your dis- 
play. Reports indicate that there will 
be an exceptionally large exhibit again 
this year, as considerable interest has 
been manifested by the manufacturers : 
ever since the announcement of the 
convention location. So, plan now to be 
in Atlantic City next October for what 
will, without doubt, be the largest and 
best convention the association has 
ever had. 

The personnel of the exhibit commit- 
tee follows: Chairman, J. C. McQuis-— 
ton, manager department of publicity 
Westinghouse Electric & Manufactur- 
ing Company, East Pittsburgh, Pa.; 
vice-chairman, C. E. Morgan, vice-presi- — 
dent and general manager Brooklyn — 
City Railroad Company, 168 Montague 
Street, Brooklyn; James W. Welsh, 
executive secretary American Electric 
Railway Association; Fred C. J. Dell, 
director of exhibits American Electric © 
Railway Association, 8 West Fortieth 
Street, New York; Joseph H. Alex-- 
ander, Cleveland; Edward J. Blair, Chi- 
cago; C. P. Billings, Pittsburgh; Ed-— 
ward Dana, Boston; B. W. Frauenthal, — 
St. Louis; George Keegan, New York; 
A. J. Purinton, Atlantic City; F. 7 
Gale, Schenectady; L. E. Gould, Chi- 
cago; Cornell S. Hawley, Albany; E. B. 
Meissner, St. Louis; A. L. Price, Mans- 
field, Ohio; A. M. Robinson, Phila- 
delphia, and L. W. Shugg, Schenectady. 
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The News of the Industry 


Peace in Pittsburgh 


Strike Terminated When Trainmen 
Accept Present Wage Scale 
for Two Years ‘ 


The strike of the 3,200 motormen 
and conductors of the Pittsburgh Rail- 
ways, Pittsburgh, Pa., in effect since 
May 9, was terminated on May 12 when 
the men decided to return to work at 
the present wage scale for two years. 

The men had sought a maximum in- 
crease of 10 cents an hour. The men 
voted 1,071 to 961 in favor of accepting 
the proposition submitted. The ballot 
carried the following proposition: “In 
consideration of an agreement arrived 
at by your wage committee and execu- 
tive board with officials of the company 
in the Mayor’s office, which is as fol- 
lows: No cars to be operated by strike 
breakers pending result of mass meet- 
ing; all strike breakers to leave com- 
pany property prior to operation of 
cars by our men. In consideration of 
the above, do you accept?” 

The vote was yes or no. The pro- 
position had been explained to the men 
during the meeting held prior to the 
voting. 

According to the terms of settlement 
as explained by John L. Nelson, busi- 
ness agent of the local division of the 
Amalgamated, the following concessions 
were made by the company: 

The railway agreed to pay one-half the 
cost of one uniform _over the two years of 
the new contract. Such uniforms must be 
purchased before Jan. 1, 1925. There is 
no stipulation as to where they shall be 
he ae The approximate cost of a uniform 
i ri company agreed to a better and dif- 
ferent form of pass ticket for employees. 

Other favorable minor working condi- 
tions determined in conferences between 
the company officials and the wage com- 
mittee and executive board. 

The decision on the vote as_ to 
whether the strike should be called off 
and the determination of the proposal 

to be presented to the men for their 
vote was reached shortly before 3 a.m. 
on May 12 at a conference at which 
were present Mayor Magee, labor medi- 
ators, representatives of the car com- 
pany and representatives of the men. 
The vote was taken following the en- 
listing of 2,200 auxiliary workers from 
out of town who were escorted to car- 
houses under police guard on May 10. 
Safety work had been rushed with the 
Council appropriating $25,000 for police 
equipment and with the ordering of 
automobiles ‘and riot guns for emer- 

gency. Meanwhile the company in its 
' advertisements sought the help of the 
patrons in the early solution of the 
situation and requested their indulgence 
during the interval of interrupted car 
service while plans were being made to 
restore operations. 

Following the announcement of the 
vote for a settlement con May 12, the 
Mayor issued this statement: 


‘ 


The final suggestion for a settlement of 
the strike, that the present wage agree- 
ment be continued for two years, came at 
the end of a five-hour session early this 
morning from the side of the carmen. I 
favor it as a practical conclusion of a 
most difficult and dangerous situation. If 
there was ever a time when the Pittsburgh 
Railways needs peace, it is now. For more 
than fifteen years it was in trouble with 
the public. For six years it had trouble 
with its creditors. It was discharged from 
the receivership only by obtaining a ten- 
year extension of payment of approxi- 
mately $5,000,000 of obligations. Its finan- 
ciat credit is nil. A protracted strike would 
have been disastrous to the public. Another 
receivership might have resulted in a dis- 
integration of the plant into a dozen 
Separate units of operation. The settlement 
on the basis outlined will give the rail- 
way two years of repose, a period of time 
in which, with careful management and the 
co-operation of its employees, the credit 
of the company may improve, the good 
will of the public be cultivated, the riding 
habit of its patrons fostered and increased 
and the operation of the system be reorgan- 
ized so that it will become an efficient 
publie servant. 


Conferences between the _ railway 
representatives and the men have been 
taking place since early in April, after 
the men had presented demands for a 
70, 75 and 77 cent scale with a two- 
year agreement. The present rates of 
pay are 60, 65 and 67 cents an hour. 
This agreement expired on April 30. 
Following the presentation of the de- 
mands President Thompson announced 
in a letter to President Winters of the 
City Council that these demands of the 
men could not be met without creating 
a deficit in the revenues of the com- 
pany. Then followed conferences, 
threatened walkout, still another con- 
ference and then a strike seemed inevit- 
able. The latter was averted on May 1 
by the last hour efforts of Mayor 
Magee, who sought deferment in order 
to have further parleys. But when the 
conference on May 8 ended in a dead- 
lock the men took a second strike vote 
and ran their cars into the carhouse on 
May 9 at midnight. 


New York State Men Accept 
Present Wage Scale 


Employees of the New York State 
Railways in Rochester, Syracuse and 
Utica by joint vote of 647 to 457 on 
May 12 accepted the proposition for a 
new contract embracing the present 
wage scale and with modified working 
clauses, as submitted by James F. 
Hamilton of Rochester, president of the 
company. Previously the union em- 
ployees had rejected an offer embrac- 
ing a 2 cent-an-hour wage cut. 

Under the new agreement, which be- 
comes effective at once, the men receive 
51 cents an hour for the first three 
months, 53 cents for the next nine 
months and 55 cents for all service 
thereafter. Changes in working condi- 
tions include a basic day of nine and 
one-half hours instead of nine hours, a 
weekly guarantee of forty-two hours 
for new men, 75 cents maximum for 
overtime for men in the employ of the 


company more than one year and 71 
cents for those working less than year. 
Operators for one-man cars will receive 
80 cents an hour for overtime. 

The trolleymen of Utica ratified the 
pact 148 to 81 and the Syracuse men 
by 281 to 17. Rochester voted down the 
agreement by 359 to 218. The workers 
of the three cities, however, are bound 
by the joint vote. 

The Amalgamated gains a closed 
shop agreement, also with the right to 
organize operators of buses and track- 
less trolleys. The utility operates buses 
in the three cities and a _ trackless 
trolley line in Rochester. 


Court Will Decide Whether 
Detroit Must Arbitrate Wages 


A crisis was averted on May 12 in 
the controversy between the Detroit 
Street Railway Commission and the 
local railway union, which demanded 
arbitration of the request for a 14 per 
cent wage increase. 

Upon petition from officials of Divi- 
sion 26 and thirteen barn representa- 
tives of the union among the men, Cir- 
cuit Judge Theodore J. Richter ordered 
the Street Railway Commission to show 
cause on May 19 why a writ of man- 
damus should not be issued compelling 
the commission to arbitrate with the 
platform men. Clarence E. Wilcox, 
claims attorney and counsel for the 
D. S. R., will represent the city and 
the Street Railway Commission at the 
hearing. 

As matters now stand, the City Coun- 
cil has left the decision as to whether 
the Council shall be compelled to ar- 
bitrate to the Circuit Court, the petition 
asking the Council to order arbitration 
being turned over to the commission 
with a request for a report on it and 
no date set. The incident is considered 
closed as far as the Council is con- 
cerned. 

The so-called agreement of Feb. 7, 
1923, mentioned in the petition as hav- 
ing been violated by the commission, is 
according to the commission, not an 
agreement but simply a resolution 
spread on the books of the commission 
outlining the commission’s attitude 
toward the men. 

The commission, backed by acting 
Mayor Martin, has refused to consider 
the demands for increased wages and 
the subsequent demand for arbitration 
as made by the union on behalf of the 
platform employees. The city officials 
maintained that under the charter they 
were not permitted to deal with the 
union. The union stood firm in its de- 
mands fixing 10 a.m. on May 12 as the 
last hour for receipt of a reply from 
the commission on the demand for ar- 
bitration. 

The commission and the acting mayor 
had stated that in event of a strike 
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operators would be on hand to run the 
cars and that strikers would forfeit 
their seniority rights. Detroit mer- 
chants and manufacturers supported 
the commission by promising to grant 
leaves of absence to such employees 
as volunteered for service as platform 
men on the city cars. It is estimated 
that more than 6,000 former street car 
men are employed in Detroit, including 
a number of former D. S. R. and 
D. U. R. employees. Advertisements 
were run in the local papers seeking 
new men. 

As the commission publicly outlined 
the situation it has no authority or 
right to permit outsiders or non- 
employees to control its departmental 
business plans directly or indirectly, 
and the management of a self-support- 
ing city department, such as the De- 
partment of Street Railways, must at 
all times act in a judicial capacity as 
to the amount of the gross income 
which should properly be returned to 
the public in improved facilities and 
comfort, or decreased fare rates. The 
fact was also emphasized that 48 per 
cent of the department’s income is 
expended in payments to labor. 

The department plans to have regu- 
larly elected representatives from each 
city line meet with the commission 
once a month, in the belief that all 
friction and irritation will be erased 
once the platform men can, by this 
contact, be made to consider them- 
selves responsible for the management 
and success of the railway. 


Bus Routes Approved Between 
Leetsdale and Sewickley, Pa. 


The Public Service Commission of 
Pennsylvania has approved the appli- 
cation of the Beaver Valley Traction 
Company, New Brighton, Pa., for the 
incorporation of the Beaver Valley 
Motor Coach Company. This company 
has been formed for the purpose of 
operating coaches or buses in the coun- 
ties of Beaver and Allegheny, but more 
particularly between the boroughs of 
Rochester and Colona, and between 
Leetsdale and Sewickley. At the pres- 
ent time there is no transportation 
service between the last two mentioned 
boroughs. The line of the Beaver Val- 
ley Traction Company has its southern 
terminus at Leetsdale and the Pitts- 
burgh Railways has its northern ter- 
minus at Sewickley.; The intervening 
gap of 2% miles will be bridged by the 
proposed bus line. This will therefore 
not only give local service in the com- 
munities served but also will permit 
passengers to make through journeys 
from points on the Beaver Valley lines, 
particularly Ambridge and Leetsdale, 
to Pittsburgh, by way of the bus line 
and the Pittsburgh Railways. Other 
applications for bus routes to be oper- 
ated by the Beaver Valley Traction 


Company are at present before the 
commission. 


Will Start Bus Line.—The Eastern 
Wisconsin Electric Company, Madison, 
Wis., will start a bus line from Madison 
to Sheboygan, Wis. The route will be 
by way of Fond du Lac, Wis., where a 
change of buses will be made. The dis- 
tance covered is 115 miles. 
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Wage Agreements in 
Kast St. Louis 


W. H. Sawyer, president of the Hast 
St. Louis & Suburban Railway, Hast 
St. Louis, Ill:, and subsidiary lines an- 
nounced April 30 that the company had_ 
reached an amicable agreement with 
its carmen, members of the Amalga- 
mated, on a new wage scale effective 
May 1. The new contract runs for one 
year. 

Men in the employ of the company 
on May 1, 1924, on the city lnes of 
the East St. Louis Railway and the 
East St. Louis & Suburban Railway 
will receive the following pay in cents 
per hour: 


PUPS THERM SMTOMGMS ee skis 6 oe ee sa bel eye we 473 
INGE SIRUMGROTIUIS, Lo). i ee a a a ee atin) s 5048 
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ING@Xt CMe Gy imOnPh Sees. dss 8, capreus ie we ees lone 564 
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New men employed after May 1, 
1924, will receive in cents per hour: 


First six months 
Second six months 
Thereafter 


One-man car operators, except in Belleville, —-; 
5 cents per hour additional. 


The previous scale was: First three 
months, 45; next nine months, 48; next 
six months, 53; thereafter, 54. 

On the interurban lines of the East 
St. Louis & Suburban Railway and the 
Alton, Granite & St. Louis Traction 
Company men in the employ of the com- 
pany on May 1, 1924, will receive in 
cents per hour the following scale: 


Mirst GARGS UUAOMINS ele sss ae ee wee are 52% 
Nexto mine SOMDASer. lence os. ke de eles 55s 
INGXG SR NTOMEN SBME oie: 550, 2.2000; = ap opener ane 57 
INGXt TEDMOS PINON Gee cs eo a 4 we. oils, 3's shetelare 588 
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Men employed after May 1, 1924, will 
receive: 
First six months 
Next six months 
Thereafter 
Operators of limited trains 1 cent per hour 
additional. 
One-man car operators on Brooklyn Divi- 
sion, 3 cents per hour additional. . 
One-man car operators on other divisions, 
5 cents per hour additional. 
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The previous scale in cents per hour 
was: First three months, 50; next nine 
months, 53; next six months, 55; there- 
after, 56. 

On the Alton city lines of the Alton, 
Granite & St. Louis Traction Company 
men in the employ of the company on 
May 1, 1924, will receive the following 
wages: 


ENP St sth eee rMOMuMsmererc «sere, <5 ais eye vin caters 473% 
INIG@K ty TUS DOME Siete eiriciey ca: wise ic oe euenege 503 
INGXtA SER OMCMcommpiemerdics 2s! - -nlsreet ore e 52% 
Next three WiaorGhisn.. ee ee ne my le AH 
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Men employed after May 1, 1924, will 
receive: 
First six months 
Next six months 
"Ther ea tte) swamianesieir- 6 Above scale to apply 
One-man car operators 4 cents per hour 
additional. 


The previous scale was: First three 
months, 45; next nine months, 48; there- 
after, 52. 


Commanding Mountains 
in Oregon 


The benefits of natural resources in 
mechanical output are emphasized in 
“The Might of the Mountains,” issued 
by the Portland Electric Power Com- 
pany, Portland, Ore., describing its Oak 
Grove hydro-electric development. This 


is the largest individual industrial en- | 


terprise now under construction in the 
Pacfiic Northwest, “representing $20,- 


000,000 of faith and confidence in Ore- © 


gon’s, future.” Besides some attractive 


power houses, the pamphlet gives some 
instructive information on the cus- 
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| 
views of mountains and lakes, dams and © 
| 


tomer ownership of the company, with 
many “Pepco” highlights. 


Purchase Price the Big Question 


in Chicago 


With the question of an operating — 


board virtually settled, conferences be- 
tween city officials and officials of the 
Chicago Surface Lines and the Chicago 


Rapid Transit Company looking toward — 


the municipalization of the lines in 
Chicago are being held at least once a 
week. 

Progress has been made with re- 
spect to the operation, with the adop- 
tion of the theory that if men of the 
right caliber are chosen for the “neu-. 
tral” board, the lines will be operated 
in the best way possible, but there is 
virtually no change in the deadlock in 
the conferees with respect to the price. 

The city regards the ordinance price 
as too high, and various items of the 
capital account have been under scru- 
tiny. The lines have offered to agree 


My 


to sell at reproduction prices estimated — 


by competent evaluators, but this pro- 
position has likewise been rejected by 
the city. Further conferences will be 
held. 


Committee Declares Grade Cross- 


ings Will Be Abolished 


The utility committee of the Los 
Angeles City Council in reviewing re- 


cent petitions of the Union Pacific Sys- | 


tem and Santa Fé Lines to cross Ana- 
heim Road in the Los Angeles harbor 
district at grade has strongly opposed 
the granting of the permit. This was 
made the matter-of a hearing before 
the California State Railroad Commis- 
sion at Los Angeles on May 8. The 
utility committee declared that traffic 
had been blocked for hours at the pres- 
ent heavily traveled highway, which is 
one of the main roadways to the Har- 
bor District, and that automobiles were 
often lined up for miles waiting for a 
ehance to pass over the crossing. 

The committee further declared that 
no further permits would be granted 
to railroads to cross highways at grade 
within the city limits of Los Angeles 
and that all existing crossings at erate 
will be ordered abolished. 

It is evident that the grade orassihe 


| 


} 
fi 


problem in California has reached a ~ 


most serious stage, according to the 
report of Lester S. Ready, chief engi- 
neer of the California State Railroad 
Commission. He recently discussed the 
issue in a paper before the National 
Conference on grade crossings, held in 
Chicago. 

Mr. Ready’s recommendations for 
lessening hazardous conditions at grade 
crossings involved the separation of 
grades, installation of wigwags, re- 
moval of all obstructions to the view, 
public control of lands adjacent to 


crossings, use of red lights as stop~ 


signal and elimination of advertising 
signs as semaphore warnings. 
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Drastic Parking Measure Pro- 
posed at Chicago 


A drastic parking ordinance is under 
consideration by Alderman Frank J. 
Tomezak, chairman of the safety com- 
mission appointed by Mayor Dever of 
Chicago. 

The proposed ordinance is now being 
scrutinized by the corporation counsel’s 
office as to its legality. . It is so drawn 
as to prohibit the parking of automobiles 
on all streets on which there are street- 
ear tracks. The author of the ordinance 
feels that such an ordinance would do 
more to lessen congestion than any 
other it is possible to pass. He says 
there would be a freer movement of 
traffic and the danger of accidents 
would be much decreased. 

Opposition to the proposed ordinance 
has been voiced by officials of the IIli- 
nois Automobile Club and the Chicago 
Automobile Trade Association, who 
contend that if the measure passed and 
were enforced, motorists would find 
their machines practically useless for 
business purposes. 

Others opposed to the measure 
pointed out that streets upon which 
there are now car-lines are practically 
free from parking, and that one street, 
notably Monroe Street, without a car- 
line west of a short distance from the 
loop, is one of the most congested 
streets, due to the parking which leaves 
a narrow lane for traffic. 

“Tt is a safety measure,” said Alder- 
man Tomezak, when he heard of the 
complaints. “It is going to incon- 
venience the motorist, perhaps, but it 
will help the thousands of street-car 
riders and keep the streets safer for the 
children, and I’m going through with 
at. 


$2,000,000 Sought for Re-estab- 
lishing Toronto Radials 


Before the Toronto Board of Control 
Sir Adam Beck recently sought au- 
thorization for a bond issue of $2,000,- 
000 to transform the York radial sys- 
tem into a paying proposition. The 
money will also provide for the com- 
plete rehabilitation of the system. His 
request has been referred to the City 
Treasurer and city engineers, who will 
report shortly on the matter. The 
amount of money which will be spent 
according to carefully prepared plans 
of the hydro engineers will, in Mr. 
Beck’s opinion, entirely do away with 
the deficits of past operation and make 
the Toronto and York radials dividend- 
paying investments. He recommends 
that the amount to be spent be divided 
as follows: Mimico division, $750,000; 
Searboro division, $150,000; Metropol- 
itan division, $1,100,000. Total im- 
provements for the system proposed 
amount to $2,076,272. There remains, 
however, from the previous appropria- 
tion of $600,000 some $82,241, leaving 
the total net requirement for the new 
program $1,994,030. 

The Hydro Commission took over 
active management of these radials for 
the city of Toronto in November, 1922. 
Since then deficits have been shown by 
two divisions of the radial systems, the 
Metropolitan and the Scarboro. On the 
Mimico division there was a net surplus 
of $16,276. The deficit for the three 


lines for the period of opération is 
$205,649. 

It is proposed to double-track the 
Mimico division, operate excursion 
trains of five or six cars on the Metro- 
politan division, operate regular two 
or three-car trains at certain hours, 
scrap old equipment and operate one- 
man, two-man cars on the Mimico and 
Searboro divisions. On the Scarboro 
and Mimico divisions changes in both 
way and equipment will be made in 
order to insure more efficient operation. 

Under the new plan $25,000 has been 
appropriated for a new freight termi- 
nal, $4,000 for a freight shed down- 
town and $10,000 for trucks to handle 
express and package freight to the city 
ends of the radial. 


Stops Eliminated in Cleveland 


In an effort to speed up and improve 
service in Cleveland, the Cleveland Rail- 
way has eliminated 349 car stops with 
the sanction and approval of City Coun- 
cil and of City Street Railway Commis- 
sioner C. M. Ballou. The reduction in 
the number of stops represents a cut 
of more than 20 per cent. The stops 
in the residential part of the city are 
about 750 ft. apart, while in the down- 
town or congested district they average 
about 350 ft. apart. 

Ralph W. Emerson, general manager 
of the Cleveland Railway, said: 

The elimination of the 349 stops has 
meant an average saving in running time 
of between ten and twenty minutes during 
the rush hours. It is enabling us to oper- 
ate on schedule during rush hours, some- 
thing we have never before been able to 
do, and it is rapidly making it unnecessary 
for us to send out so-called meeting crews 
to pick up .cars that were running from 
ten to twenty minutes late during the rush 
hours. 

The schedule speed in Cleveland today 
is almost 10% m.p.h. 

Mr. Ballou also points out that the 
stop elimination may help to reduce 
the amount of money paid out by the 
company for injuries and damages. In 
1923 $1,125,000 was paid out on this 
account. 

Mr. Ballou is now working out traffic 
code changes that will probably include 
an order banning automobile parking 
during rush hours on streets with car 
tracks. He may also suggest heavy 
penalties for drivers of motor vehicles 
who unnecessarily invade car tracks. 

Councilman John M. Sulzmann is also 
planning to have an ordinance passed 
by the City Council making all streets 
on which there are tracks right-of-way 
thoroughfares, so that motor vehicles 
when crossing these streets will have 
to come to a dead stop before making 
the crossing. 

The Cleveland Plain Dealer says that 
the policy. of reducing the number of 
car stops is a step in the direction of 
improvement of a public service. That 
paper has pointed out to its readers 
that the street car patron who is com- 
pelled, by the elimination of a stop, to 
walk an additional block is the direct 
beneficiary of other stops which are 
eliminated. The Plain-Dealer said: 

In faet, the entire public is benefited. 
To speed up service, to give Clevelanders 
something approaching rapid transit, to 
take a step toward the transportation effi- 
ciency maintained by other large cities is 
the aim of those who have decreased the 


number of car stops. The benefit is real; 
the inconvenience is largely imaginary. 


Five-Cent Fare Wanted in Boston 
Tunnel and Subway 


A movement has been started among 
the patrons of the Boston Elevated 
Railway, Boston, Mass., to secure a 
5-cent fare for short rides in the tun- 
nel and subway system. The East Bos- 
ton people, who have just secured an 
improved service by the enlargement 
of the terminal facilities of the East 
Boston Tunnel and the introduction of 
a train service instead of the old sur- 
face car service, have petitioned the 
Elevated management for a 5-cent ride 
through the tunnel to Devonshire Street 
in Boston proper. This is a new prin- 
ciple in fare adjustments in Boston, 
as no part of the subway or tunnel 
system can be used today on a reduced 
fare basis. The Elevated has responded 
generously to the requests for reduced 
fares on short hauls throughout the 
city and its suburbs, so that a very 
large percentage of its traffic today is 
hauled on the 5-cent basis. There are 
numberless 5-cent zones in the district, 
but they are all on the surface. 

James F. Jackson, chairman of the 
board of trustees of the Boston Ele- 
vated, says that his board may be will- 
ing to give the East Boston people a 
5-cent fare between certain points in 
East Boston, and will not take very 
long to decide that question, but he 
does not promise to give favorable con- 
sideration at the present time to the 
introduction of the 5-cent rate in the 
tunnel. It could not, in any event, be 
granted until the end of the fiscal year, 
when it will be definitely known if the 
company will be able to make its yearly 
payment on its debt to the communities 
which helped the company financially 
in 1919 to meet its deficit. 


Suit Started Against New Orleans - 
Property Owners 


The city of New Orleans, La., 
through its special counsel in the mat- 
ter, James Wilkinson, has started its 
first expropriation suit against prop- 
erty holders whose hold‘ngs in the area 
of the Rampart Street-St. Claude 
Street cut-off must be acquired by the 
city to make that street an artery for 
heavy traffic and give it the needed 
width to enable the New Orleans Pub- 
lic Service, Inc., to lay a double system 
of tracks along its route from Canal 
Street to the lower sections of the city. 

This is in keeping with another of 
the recommendations contained in the 
Beeler report. Following the announce- 
ment that the city and the New Orleans 
Public Service, Inc., had $400,000 with 
which to acquire the needed property, 
owners of residences in that section of 
the city asked from 400 to 500 per cent 
profit over the cost price of the prop- 
erty. 

In his suit it will be the aim of Mr. 
Wilkinson to stress the principle laid 
down by the Supreme Court in an opin- 
ion in which it held that in suits by gov- 
ernmental agencies to expropriate land 
for public purposes the assessments of 
the property for taxes was admissihle 
to prove value, and further, that the 
Louisiana Constitution of 1921-provides 
that assessed value should be made the 
basis of payment in all levee board 
cases where property was taken. 


790 


ELECTRIC RAILWAY JOURNAL 


Vol. 68, No. 20. 


oe Ss eee OO OO 


North Shore Says It Has 
Elevated Rights 


Officials of the Chicago, Milwaukee 
& North Shore Railway have offered 
to pay the sum of $5,350 in additional 
revenue for the privilege of using the 
. right-of-way of the Northwestern Ele- 
vated Railway into Chicago. They 
continue, however, to deny the conten- 
tion of the city that the company 1s 
operating cars illegally over the ele- 
vated and without a franchise. Mem- 
bers of thé Council committee on trans- 
portation have not approved the offer, 


but instead the entire question has 


again been referred to the corpora- 
tion counsel’s office. 

Patrick J. Lucey, attorney for the 
company, contends that the line is an 
intrastate road over which the City 
Council has no control. The offer to 
pay additional compensation to the 
Northwestern road was made with the 
understanding that this road would 
then make additional payment to the 
city because of the extra revenue, in 
accordance with the present agreement. 

An ordinance providing for the pay- 
ment by the Northwestern of addi- 
tional compensation to the city for the 
privilege of allowing the North Shore 
trains to run over its tracks will prob- 
ably be the outcome of the controversy. 

The city is apparently satisfied that 
the operation of the North Shore trains 
in no way slows or hinders the regular 
service on the elevated road. On the 
floor of the City Council aldermen 
have pointed out that the city would 
gain nothing by stopping the trains, but 
would seriously interfere with the pas- 
sengers’ wishes. Negotiations between 
Corporation Counsel Francis X. Busch 
and representatives of the North Shore 
lines are proceeding. 


Vocational Education Going 
Strong on Boston “L” 


Several hundred employees of the 
Boston Elevated Railway have been en- 
gaged in systematic study during the 
past fall, winter and spring. On May 8 
certificates were awarded to 1838 men 
who had completed courses conducted 
under the auspices of the Massachusetts 
Division of the University Extension. 
Of these certificates, 106 went to stu- 


dents in the course in public utility ~ 


economics, conducted by L. R. Nash of 
Stone & Webster. The remaining cer- 
tificates were awarded for courses in 
practical electricity and dynamo-electric 
machinery. With the certificates the 
company returned the tuition fees 
which the men had paid for the courses. 

The certificates were presented at a 
dinner, given by the company, at the 
Hotel Somerset. Before the presenta- 
tion the men were addressed by James 
F. Jackson, chairman board of trustees, 
Boston Elevated Railway; Payson 
Smith, commissioner of education Com- 
monwealth of Massachusetts; President 
Lowell of Harvard University, and the 
instructors who conducted the courses. 
General Manager Edward Dana acted 
as toastmaster. He stated that fifty 
different positions were represented 
among the students, and that their 
average term of service was sixteen 
years and their average age forty-one 
years. 


Besides the University Extension 
students, many have been enrolled in 
local schools and in correspondence 
schools. Six are taking a co-operative 
course of college grade in the Massa- 
chusetts Institute of Technology, alter- 
nate terms being spent in school and on 
the railway property. 


One-Man Cars Allowed 
in Dubuque 


One-man car operation, on trial in 
Dubuque, Iowa, for the past year, was 
officially approved recently by the City 
Council, which took the first steps 
toward repealing the ordinance, adopted 
some years ago, which prohibits the op- 
eration of one-man cars. As a result 
of this action by the Council, one-man 
cars will shortly be operated on all 
lines of the Dubuque Electric Company 
in the city with the exception of the 
West Eighth Street line. Two, men 
will be used on the Main Street line 
during rush hours only. 

The repeal of the ordinance requiring 


that all street cars have a motorman_ 


and a conductor does not take away 
from the Council power to regulate the 
street cars, the city solicitor explained 
to the Council members. The franchise 
under which the Dubuque Electric 
Company operates its system gives the 
Council the authority at any time to 
regulate the type of street cars used. 

T. T. Parker, general manager of 
the company, appeared before the 
Council and informed that body that the 
year’s trial of one-man cars, authorized 
by the City Council, would expire soon. 
Mr. Parker then explained that 40 per 
cent of the equipment now being used 
is of the one-man type. Operation of 
the one-man car has proved very satis- 
factory to the company, Mr. Parker 
said, and he added that he believed it 
had proved satisfactory to the public. 
He then asked the Council that it repeal 
the two-man car ordinance so that the 
company might operate the one-man 
car on such lines and at such times as 
it deemed advisable. 


Weekly Pass in Salt Lake City 


The Utah Light & Traction Company 
introduced the weekly pass in Salt Lake 
City on May 4 for a three months trial 
following authorization by the Public 
Utilities Commission of Utah. 

The cost of the pass through the 
one-fare zone is $1.25. A two-fare zone 
pass sells for $1.75, and for three-fare 
zones it is $2.25. The passes will not 
replace the 63-cent ticket or the 7-cent 
cash fare. 

The passes for each week may be 
used from 4 a.m. Sunday of that week 
to 1 a.m. Sunday of the following week. 
Passes for each week are on sale for 
three days, from Saturday of the pre- 
ceding week to and including Monday 
of the week for which the pass is 
usable. The passes are sold by street 
car operators as well as at the com- 
pany’s uptown ticket office. A pass 
may be used by any member of the 
family or by any one to whom it may 
be loaned. It is only good, however, for 
the transportation of one person, and no 
transfers are issued on passes. In intro- 
ducing the new form of transportation 
the company advertised it extensively. 


“Herrin. 


Railways in Illinois Seek 
_ Bus Permits 
The Illinois Commerce Commission 


3 


has taken under advisement the appli- — 


cations of the DeKalb-Sycamore & In- 
terurban Traction Company and the 
Illinois Power & Light Company to dis- 
continue railway service in four Illi- 
nois towns. 


The board is also consider- — 


ing the application of the Northern — 
Illinois Public Service Company to run ~ 


buses between DeKalb and Sycamore, 
The Illinois Power & Light Company 
has asked for permission to substitute 


buses for cars between Galesburg and — 
Knoxville, while the DeKalb-Sycamore — 


Interurban Traction Company seeks to 
stop operating cars in and between 
DeKalb and Sycamore. ; 

The commission has set June 3 as 


the date on which it will hear the peti- — 


tion of the Peoria Bus Transportation 


Company to operate between Peoria — 


and Farmington. The Murphysboro & 
Southern Illinois Railroad has with- 
drawn an application for a permit to) 
operate buses between Carbondale and 
The Coal Belt Electric Rail- 
road and the Missouri Pacific Railroad 
(steam) opposed this permit. 


Union Backs Company’s 
Discipline on Fares 
Indorsement on the system employed 


by the Chicago Surface Lines in dis- 


ciplining its trainmen was contained 
in a statement made at a recent meet- 
ing of their union by their president, 
William Quinlan. 
meeting, as printed in the union’s offi- 
cial organ, the Union Leader, is con- 
tained in the following statement: 


Conductors who attempt to beat the fare 
register or fare box must realize that they 
will not be retained in the service. It is 
not possible to get away with it. 


A report of this 


The, | 


checking system used by the company has fi 


been investigated by the organization, and 
there is no indication that discrimination 
or hasty judgment enters into the determi- 
nation of an employee’s conduct. The check 
of a number of inspectors is studied before 
any conclusion is reached. All conductors 


are checked, and the fact that thousands — 


of them remain in the service, with clean 
records, is evidence that there is no desire 
on the part of the company to get rid of 
competent conductors. 4 

President Quinlan stated that, due to an 
understanding reached some time ago that 
men would be warned of infractions of 
the rules and given an opportunity to cor- 
rect their mistakes before being discharged, 
the number of men leaving the service for 
these causes has been reduced about one- 
half. He urged executive board members 
and the older members on the lines, par- 
ticularly those who break in students, to 
warn the younger members of the pitfalls; 
to urge upon them the necessity of living 
up to the rules as nearly as possible; to 
register fares promptly and correctly, and- 
to use caution in averting accidents. j 


Beaver Valley Men Continue at 
Last Year’s Pay 


Trainmen of the Beaver Valley Trac- 
tion Company, New Brighton, Pa., are 
operating on the same wage scale which 
has prevailed for the past year. That 
schedule is 60 cents an hour maximum 
for operating two-man cars and 65 
cents an hour for operating one-man 
cars. 
would continue on their old scale with 
the’ understanding that the same dif- 


The men voted whether they | 


ferential in the rates as compared with 
Pittsburgh would be maintained. The © 


vote was unanimous. ‘ 
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Will Seek Old Rate.—The experi- 
1ental 5-cent fare of the Hornell Trac- 
ion Company, Hornell, N. Y., is to be 
bandoned, it is reported, and the old 
-cent rate is to be restored as soon as 
he necessary permission can be ob- 
ained. Recently the owners of the road 
ecided to abandon the property, but a 
eorganization was effected and in an 
ffort to stimulate business the fares 
rere dropped from 8 cents to 5 cents. 


Will Hear Bus Application—The 
Inited Traction Company, through its 
ubsidiary, the Capitol Transportation 
‘orporation, has applied to the city 
f Rensselaer, N. Y., to operate a bus 
ine in that city. A public hearing has 
een set on the application for May 20, 
fter which the Common Council will 
ct on the application. 

Jitney Regulations - Revised. — Ro- 
noke, Va., is to have a new deal with 
espect to the jitneys. The autos run 
or public hire in competition with the 
ailway lines of the Roanoke Railway 
t Electric Company will not be entirely 
liminated, but they will in the future 
e more closely regulated. They -have 
een ruled off some streets entirely, 
nd in the future only men who qualify 
ss capable drivers will be licensed to 
un jitneys. 

May Run One-Man Cars.—It is re- 
yorted that the Danville Traction & 
2ower Company, Danville, Va., is pre- 
aring to ask the City Council for per- 
nission to operate one-man cars on its 
ine. The company a short time ago 
mnounced a 5-cent fare experiment for 
. period of ten days with the purpose 
f increasing its patronage. If unsuc- 
essful, it was stated that the company 
vould revert to the 7-cent fare. 


Will Operate Line—The Northamp- 
on Street Railway, Northampton, 
Mass., has voted to accept a proposal 
f the Northampton Chamber of Com- 
nerce to operate the line of the Con- 
iecticut Valley system between that 
‘ity and Hatfield, recently discontinued. 
\ guarantee fund has been pledged to 
neet expenses. It is understood that 
irrangements for the purchase of the 
ine from D. P. Abercrombie, receiver 
‘or the Connecticut Valley, will soon be 
completed. A similar plan for opera- 
ion of the line from Northampton to 
Amherst is deemed probable. 


Buses Up to Voters.—The City Coun- 
il of Duluth, Minn., by a 4 to 1 vote 
as decided to submit to the voters of 
he city on June 16 the initiative ordi- 
1ance for the regulation of buses on 
she streets of the city. If the ordi- 
lance prevails at the special election, 
ull buses, except taxis and those en- 
zaged in intercity or interstate traffic, 
will be barred from the use of all 
streets on which the Duluth Street Rail- 
way now maintains a double-track sys- 
em. The Council received a petition, 
signed by a required number of voters, 
isking it either to pass such ordinance 
yr submit it to the voters. The Council 
leclined to act on the proposition and 
those the alternative method of dispos- 


ing of the matter. The Bus Owners’ 
Association is already waging an active 
war against the passage of the ordi- 
nance, but supporters of the measure 
are confident that it can be passed. 

Extension Association Formed.—An 
indication of the dependence which Chi- 
cago subdividers place upon the exten- 
sion of transportation is apparent in 
the name of an association just formed, 
which is to be known as the North- 
western “L” Extension Development 
Association. The object of the associa- 
tion is to obtain co-operation in laying 
out the new town of Niles Center and 
working out plans for public improve- 
ments. : 

Payroll Statement Incorrect.—The 
combined payroll of the Springfield 
Street Railway and the Worcester Con- 
solidated Street Railway is $4,005,750. 
In reviewing the wage hearings of 
these companies in the ELECTRIC RAIL- 
WAY JOURNAL, issue of May 3, it was 
stated that this figure was $1,832,789, 
which is the amount of the payroll of 
the Springfield company alone. 

Voters to Decide Trolley Issue—An 
election is to be held in Brunswick, Ga., 
at which the voters will decide the ques- 
tion of authorizing the City Commis- 
sion to enter into a contract with the 
Brunswick & Interurban Railway for 
the leasing of the system with the 
option to the city of purchasing : it. 
The line has been operating at a loss 
and was about to be junked. 

Offer Free Service.—The Springfield 
City Council passed an order May 12 
calling on the transportation board to 
take action to prevent further operation 
of jitney buses in competition with the 
Springfield Street Railway, Springfield, 
Mass. Since May 1 many of the buses 
formerly licensed to carry passengers 
have been running on the basis of 
offering free service. They are carry- 
ing many persons and it is said that 
virtually all the passengers leave coin 
to pay for the service they thus re- 
ceive. How to stop this competition is 
the question before the municipal offi- 
cials. 

New Agreement to Go Before Rate- 
payers.—A revision of the proposed 
franchise between the city of St. 
Catharines, Ont., and the Niagara, St. 
Catharines & Toronto Railway has been 
accepted by the City Council of St. 
Catharines. The new agreement will 
be submitted to the ratepayers of the 
city next month. 

Resolution to Oppose Increase Sus- 
pended.—The Aldermen of Providence, 
R. I., have adopted a resolution sus- 
pending a resolution passed by the 
City Council several weeks ago and 
signed by Mayor Gainer directing the 
City Solicitor to appear before the 
Public Utilities Commission and oppose 
any increase in fares asked by the 
United Electric Railways. The suspen- 
sion will be in effect until all Provi- 
dence zones are .extended to the city 
line, “pending an investigation of the 
whole subject of increase in fares and 
extension of fare zones by the joint 
special committee on United Electric 
Railways affairs.” Under the new 
schedule which has been filed by the 
United Electric Railways with the Pub- 
lic Utilities Commission four city zones 
are not extended to the. city line. 


Charges Fares Are Unjust.—The city 
of San Bernardino has filed a complaint 
with the California Railroad Commis- 
sion against the Pacific Electric Rail- 
way alleging that the passenger fares 
in the city of San Bernardino are un- 
just and unreasonable. It is alleged 
that the fare from certain portions of 
the outlying district of San Bernardino 
to the business center is 9 cents, while 
from that territory to the business cen- 
ter of Colton it is but 6 cents, although 
the distance traveled for the 9-cent 
fare is less than the distance traveled 
for the 6-cent fare. The city asks the 
commission to order a 6-cent fare in 
effect from a point 2,640 ft. south of 
Mill Street to all points in the city of 
San Bernardino. 


Congestion Will Be Relieved.—Under 
an order by the New York Public Serv- 
ice Commission, effective May 15, 1924, 
the Schenectady Railway is relieved 
from carrying local passengers in the 
city of Albany, the company being per- 
mitted to extend its eastern limits 
from Stop 32% to Stop 88. Arrange- 
ments have been effected between the 
United Traction Company and_ the 
Schenectady Railway whereby all local 
passengers within the city of Albany 
will be transported by the United Trac- 
tion Company. This, it is believed, will 
relieve congestion in the service be- 
tween Albany and Schenectady and 
otherwise facilitate operation of traffic 
in the city of Albany. 


Company Denies Charges.—The city 
of Oakland, having: filed a complaint 
with the California Railroad Commis- 
sion against the Key System Transit 
Company, alleging that its local rail- 
way service is inadequate and does not 
properly serve the needs of the city, the 
defendant corporation has filed its 
answer with the Railroad Commission. 
It enters a general denial to the city’s 
allegations, asserting that it has offi- 
cially signified its desire to co-operate 
in every way possible with the city of 
Oakland and that in furtherance of this 
desire the company has appointed 
Richard Sachse, a former chief engi- 
neer of the Railroad Commission, to 
make a survey and to report recom- 
mendations for the improvement of the 
service. 


Allows Operation Without Transfers. 
—Among the measures vetoed by Gov- 
ernor Smith, in what is known as the 
omnibus message, thirty days after 
adjournment, was the Russell bill au- 
thorizing the Transit Commission to ex- 
tend for a period of one year the opera- 
tion of the railway line of the Nassau 
Electric Railroad in the Borough of 
Brooklyn, commonly known as the Park 
Avenue line, without exchanging trans- 
fers with connecting’ lines, notwith- 
standing the provisions of any charter, 
franchise, agreement or statute. The 
Clayton bill extends the same provision 
to the Church Avenue line. Lines of © 
this company have been exempted from 
issuance of transfers by special legis- 
lative permission from year to year 
since 1921, and the vetoing of the two 
bills by the Governor means that when 
the order of the Transit Commission 
issued a year ago expires these two 
lines will then be obligated to issue 
such transfers as is provided for in 
their charter or franchise agreements. 
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Foreign News 


Electrification in the Belgian 
Congo 


The work of electrifying and extend- 
ing the railway in the Belgian Congo 
has been undertaken by the Société des 
Constructions Africaines, a Belgian 
company. The contract is for 270 km. 
of single-track line, at a figure of 
30,000,000 francs, the work to be com- 
pleted within thirty-six months from 
October, 1928. 

The necessity of this new trackage 
is made apparent by the blocking of 
various port terminals where there are 
continually 25,000 tons of merchandise 
from the interior piled up awaiting 
transport. It is expected that the new 
line will be able to move 500,000 tons 
per year. The entire electrification 
scheme involves the expenditure of 50,- 
000,000 francs and with its completion 
an anticipated reduction of 6,000,000 
francs per annum in operating expenses 
will be brought about. In addition it is 
stated by the government press that 
traffic conditions will enable practically 
unlimited tonnage to be transported in 
view of possible extensions and im- 
provements which may be later re- 
quired and met. 


Paris Suburban Electrification 
Opened 


Electric surburban trains were run 
out of the St. Lazare Station of Paris 
for the first time the morning of April 
27 under the plan for the electrification 
of the suburban lines. The trains were 
run to Bois Colombes, in which village 
is the stadium where the Olympic 
Games are to be held during the sum- 
mer. The running time to the stadium 
is twenty minutes, and it is estimated 
the trains will be able to handle 50,000 
persons daily. 

The trains resemble the all-steel 
trains on the New York subway. They 
are labeled as being “absolutely fire- 
proof.” 

A departure from the European sys- 
tem is to be made by the elimination 
of third-class passengers. Only pas- 
sengers of the first and second class 
will be accommodated. There is to be 
no smoking on the trains. 


Rouen Tramways Profits 


The Rouen Tramways Company, in 
the French city of Rouen, with 125,000 
inhabitants, made a net profit one i 224, - 
088 francs during 1923. The gross re- 
ceipts were 10,278,249 francs, practi- 
cally an increase of 1,000,000 francs 
over the year before. This improve- 
ment is due to increased services ren- 
dered during the year, brought about 
by a notable increase in the traffic of 
the port of Rouen. The expenses of 
8,067,678 franes represent an increase 
of 1,503 ,066 franes as compared with 
1922, chiefly due to greater cost of 
imported coal. 

The operating ratio which was in 
1922 0.705. increased in 1923 to 0.785. 


The company operates under an agree- 
ment with the municipality whereby a 
part of the profits are turned into the 
city treasury. In 1923 the city’s rev- 
enue therefrom amounted to 165,440 
frances. 

Track laying, repair costs and. new 
equipment begun in 1922 were carried 
out in 1923 to the extent of 4,771,000 
francs. A new loan of 10,000,000 
francs was negotiated, due in 1964. 
Dividends on common stock were paid 
at 5 per cent. 


Tokio May Have Subway 


The first subway in Japan will be 
built shortly in Tokio, although it is 
merely an experiment, with a length of 
14 miles, and it will not serve as a 


connection link between the residential _ 


sections and the city’s business center, 
which the citizens want most keenly to 
have. However, it will be an object 
lesson both to capitalists and people. 
If it succeeds, it will prove the begin- 
ning of a big drive for subways, and 
capital will begin to flow in that 
channel. Traffic congestion on the elec- 
tric tramways in Tokio, Osaka and 
other large towns in Japan was already 
serious before the quake of last year. 
Only a radical change in traffic control 
could relieve it, in the opinion of the 
public. The drift of public opinion en- 
couraged promoters in the electric 
traction field, and in Tokio alone sev- 
eral subway companies were floated. 
Government charters were obtained and 
in some cases borings were made at 
many places in Tokio to study the geo- 
logical formation to determine the 
method of tunneling. 

Prior to the recent quake not a single 
mile of subway had been built, how- 
ever, and the public grew suspicious of 
the subway promotions. 

The present plan for subway con- 
struction in Tokio is by new men, al- 
though they will carry it out by taking 
over one of the pre-quake subway com- 
panies. In their opinion, with the new 
line actually built and its usefulness 
demonstrated, subway enterprises will 
regain their standing. Baron Furuichi, 
Privy Councillor, is the president of 
the subway company, and Shosuke 
Nakagawa, lately Vice-Minister of Rail- 


~ ways, is vice-president. 


The section to be built is under a 
broad thoroughfare connecting Uyeno 
Park with Asakusa Park, upon which 
at present runs a surface railway owned 
and managed by the Tokio Municipal 
Electricity Bureau. This section being 
the connection link between two main 
pleasure resorts of the city, the traffic 
on the surface road is exceedingly 
heavy. 

This section was low marshy land be- 
fore the capital city sprang up 300 
years ago. Some geologists doubt if it 
is fit for an underground road, but the 
promoters insist that this doubt is not 
well founded, although it is admitted 
that at one or two places the formation 
is loose. According to the company’s 

' 


original plan the tubes, which are to 
be reinforced concrete, are to be laid 
8 ft. under the surface of the road. 
They are to be 22 ft. wide and the one 
of the rectangular tubes must not ex 

12 ft. Construction will be by the cut- 
and-cover method in sections of 600, 
to 1,200 ft. 

It is proposed to run steel cars, three 
to six in a train. Proposed headways 
are two to five minutes, and their aver- 
age speed between 34 and 35 m.p.h. 


Ten Swedish Railways May 
Electrify 4 


Following the electrification of thee 
Swedish State Railroads between Stock- 
holm and Gothenburg, now in progress, — 
it is proposed to electrify at least ten 
of the privately-owned railroads. Ac-— 
cording to recent news dispatches, ~ 
these are being studied by a special 
commission with a view to the adoption © 
of electric operation. 

These ten lines all run through cen- f 
tral and. southern Sweden in the most 
densely populated and most highly in- 
dustrialized regions of the country. 


Planning Culoz-Modane Electrifica- 
tion.—The French Minister of Public 
Works has reported the planning of 
the electrification of the Culoz-Modane 
Railway to make possible the electrifica- 
tion of the Paris-Lyons-Mediterranean — 
Railway. The section which it is pro- 
posed to electrify is 125 km. in length. — 
It is expected that the work will be 
completed by 1925. 

Tramway Proposed for Hankow.— 
Chinese capitalists of standing, pro- 
pose to raise $2,000,000 and form a 
company for the operation of tramway — 
service in Hankow. The promoters will 
pledge one-half the capital and the j 
other half will be raised from other — 
sources. It is said that the develop- 
ment of the city, which is an important 
Chinese commercial port, is being ham- 
pered by the lack of transportation 
facilities. Local officials with authority 
to grant concessions have expressed 
themselves as favorably impressed with — 
the scheme. f 

Beirut Tramways to Increase Capital. 
—The French company operating the 
tramways and light and power supply 
system in Beirut, Syria, announces that 
its capital will be increased from 200,- 
000 franes to 10,000,000 francs and 
that the company will be fused with the A 


former Société Ottomane des Tram- 
ways et d’Electricité de Beirut. The 
large increase in capitalization shows 
plainly the vast strides that French in- © 
terests are making under the mandate ~ 
granted France under the Versailles 
treaty. The company is largely con- 
trolled by Paris bankers and French 
contracting ‘interests in Beirut. 


Decrease in London Tramway Trafiic. 
—During the financial year ended 
March 31 last the number of passen- 
gers carried by the London County 
Council Tramway was 689,015,086, a 
decrease of 44,796,281 as compared with 
the previous year. The aggregate re- 
ceipts were £508,386. Owing largely to 
increasing bus competition the weekly — 
tramway traffic receipts have shown Te- 
ductions for a considerable time. : 
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_ Financial and Corporate 


- Drastic Cut in Capital 
51,202, 823 Reduction in Outstanding 


Securities Arranged in Reorganiza- 
tion of New York Railways 2 


A plan to reorganize the New York 
ailways, operating 75 miles of surface 
ne in New York City, under prepara- 
ion for several months, was approved 
n May 14 by Federal Judge Julius M. 
layer. It will become effective as soon 
s the terms receive the approval of the 
ransit Commission. The present 
apitalization of the company is ap- 
roximately $91,366,000. On comple- 
on of the plan of reorganization the 


apitalization will not exceed $38,788,-. 


72, principal amount of bonds, and 
34, 830 shares of preferred stock with- 
it par value, and.90,200 shares of com- 
lon stock without par value. The re- 
uction. hc capitalization therefore is 
51, 202. 823 and in. annual charges 
1,494, 905. Fixed charges were $3, 628,- 
33 annually. 

The capitalization of the new com- 
any is thus distributed: 


Annual 
: Principal Interest 
onds to remain undis- 
turbed or privileged 
to conversion...... $14,653,000 $728,000 
onds to be extended 600,000 4,500 
ew Sixth Avenue 
purchase bonds.... 300,000 15 000 
ew prior lien bonds. _ 3,800,000 190,000 
Tentative total of 
fixed charge bonds. $19,353,000 $967,500 
ew income bonds... 19,435,472 1,166,128 


ew preferred stock 


184,830 shares (at $5) SZABO) 24 vhs iene 
ew common ock, 
90, 200 shares (at $5) vs NO 0 


‘Tentative total capi- 
Seamzation :. ceva. «: $40,163 622 $2, 133, 628 


‘That the new companv mav have suf- 
cient capital the plan authorizes the 
sue of prior lién bonds not to exceed 
5,000,000, these bonds to be a lien on 
le company’s property and on all prop- 
rty acquired by use of the money ob- 
ined through their sale. 
; also conferred upon the new com- 


any to create an issue of income bonds.’ 


f a face value of $21,000,000, which 


nall be a lien junior to the prior lien 


onds: © 

Preferred stock may also be issued of 
‘par value to be determined later, with 
on-cumulative dividends payable at 
eriods to be determined, but no divi- 
ends shall be paid on the common 
tock “unless and until in the same 
alendar -year of such payment the full 
ividend of $7 per share shall have been 
aid ‘or set aside for payment on the 
referred stock.’ The preferred stock 
limited to 184, 830 shares. — 

The common ‘stock may be. of no par 
alue or of such value'as may be deter- 
lined," and with a total issue of ap- 
roximatély 90,200 shares will have the 
le‘ voting power. It may be placed in 
voting trust. 

Judge” Mayer. pointed’. out. that the 
lan provides for the continuance, un- 
er thé ‘control of the new. company, of 


Authority. 


all the service at present operated. un- 
der the receiver. The Ninth, Eighth and 
Fourth and the Madison Avenues lines, 
formerly under lease to the New York 
Railways were withdrawn. since the 
present receivership because of de- 
faults in rentals. ¥s 

Judge Mayer expressed appreciation 
of the New: York Transit Commission’s 
co-operation in assisting the court to 
end transit reteiverships and called at- 
tention to the fact that when this re- 
ceivership is ended there will no longer 
be any active transit receiverships 
in the Federal courts of this jurisdic- 
tion. Judge Mayer said that when the 
receivership began in March, 1919, the 
property was in very bad condition and 
embarrassed by a seemingly insuperable 
load of debt and that, despite ‘numerous 
economies and the careful management 
under the receiver,” it had been plain at 
all times that it was necessary substan- 
tially to reduce the outstanding capital. 

It is expected that the new company, 
with a name to be chosen later, will be 
in sole control of the properties not 
later than July 1. In the meantime the 
receiver, Job E. Hedges, will continue 
to function. 


Proposition Received on St. Louis 
& Suburban Property 


Bondholders of the St. Louis & 
Suburban Railroad, part of the United 
Railways, St. Louis, who have been 
seeking a separate receiver and valua- 
tion of their property, have received a 
definite proposition for its purchase. 
While the exact terms of the offer 
have not been revealed, it is said to 
approximate $6,000,000, or within $500,- 
000 of the total par value of the bonds. 

This situation has added to the diffi- 
culties of the reorganization committee 
of the United Railways, which in the 
latest reorganization plan proposed to 
retire $4,500,000 of the Suburban’s gen- 
eral mortgage bonds and renewed the 
$2,000,000 Suburban consolidated bonds. 
Suburban bondholders have stated that 
they wanted their money in full or the 
property returned to them. 

City Counselor Senti has applied to 
the Federal court for leave to inter- 
vene in the application of the St. Louis 
& Suburban bondholders for a separate 
receivership for. that system. The city 
is interested in preserving the railway 
system: as a unit and in protecting the 
existing transfer arrangement. Judge 
Faris, in replying, said that he recog- 
nized that the city had a sentimental 
interest in the case, but that he doubted 
its legal right to intervene. He said 
he would withhold his order until he 
had an opportunity to go into all of the 
legal phases of the case. He then 
referred the city’s petition to Special 
Master Fred L. Williams. 

-J. K. Newman of Newman, Saunders 
& Company-and -a-member of the re- 
organization committee of the United 


- Railways -has arrived in St. Louis~ to 


start the expert work which his com- 
pany will do in connection with the lift- 
ing of the receivership.. He has stated 
publicly that he favors a _ service-at- 
cost arrangement involving a fixed re- 
turn upon invested capital and a vary- 
ing rate of fare sufficient to provide a 
profit under varying conditions. 


Fifty-Mile Long Island Line 
Wants to Quit 


Lincoln C.. Andrews, the receiver, of 
the New York & Queens County Rail- 
way, Long Island City, N. -Y., filed a 
petition on May 9 asking the Supreme 
Court to permit him-to,cease operation 
of the linés of the company. The re- 
ceiver was prompted to take this action 
because the city of New York plans to 
pave within the railway area during 
the coming summer and to charge the 
cost of the pavement against him. The 
Highway Department’s estimate of this 
expense is $340,000. The estimated 
gross _revenue of the company for the 
year 1924 is $650,000. The lien. against 
the property resulting from a paving 
bill of this kind would wipe’ out the re- 
maining equity of the bondholders. In 
order to-prevent the paving charge 
from becoming a lien, the only resource 
left to the company is to abandon serv- 
ice and franchises prior to the begin- 
ning of the paving work. 

The President of Queens has agree! 
to postpone the beginning of paving. 
work for two weeks pending negotia- 
tions-between the municipal authorities 
and the receiver... A notice has been 
posted in all cars in order to advise 
passengers of the company’s side of the 
case. This notice is as follows: 

City paving charges and taxes will take 
3 cents out of every car fare we can collect 
this year. 

That leaves us 2. cents on which to run 
the railroad. Impossible! 

That is why we have got to quit. 

Justice Cropsey in Supreme Court, 
Queens, on May 15 granted an adjourn- 
ment until May 28 of the argument on 
the motion. for permission to abandon 
operation of the company’s lines. 

The railway operates about 50 miles 
of line from Long Island City to Wood- 
side, Corona, Elmhurst,..Flushing, Col- 
lege Point and Jamaica. 


Earnings of Interurban Improve 


The recent earnings of the Lake 
Shore Electric Railway, Cleveland, show 
improvement. The territory served by 
the company, particularly that between 
Cleveland and Sandusky, is building 
up. There is very little bus competi- 
tion. About 20 per cent of the gross 
revenue is from power sold. The fig- 
ures for March, 1923, and 1924 and for 
the first three ‘months of the last two 
years follow: 


STATEMENT OF EARNINGS OF LAKE SHORE 
ELECTRIC RAILWAY 


Month of March Jan. | to March 31 


1924 1923 1924 1923 

Gross earn- 

ings. s. te $255,054 $242,310 $735,854 $657,360 
Expenses : . ; 

and taxes 193,930. 193,825 577,519 530,816 
Net. +7... 61,124 48,485 Spee "126,544 
Interest. ... 35,319 © 35,578 106,078 ~ 106,638 
Surplus.... $25,805 $12,907 $52,257 * $19,906 
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Good Report from Cuba 


Earnings of the Railway Division of 
the Havana Company Show In- 
crease—Operates Buses 


The report of the Havana Electric 
Railway, Light & Power Company, 
Havana, Cuba, for the year ended Dec. 
31, 1923, shows a net profit carried to 
surplus account. of $2,386,133. Last 
year the net profit was $2,235,881. In 
1923 in the railway department there 
was a gain in gross earnings of 1.88 
per cent and in net earnings of 3.37 
per cent. This department contributed 
43.6 per cent of the total gross earnings 
from operation and 29 per cent of the 
total net earnings. 

The earnings showed only a small 
gain over 1922, all of which occurred 
during the last three months.» The total 
operating expenses also rose slightly, 
but not due to any failure to continue 
the improved methods that effected 
such a notable saving in the preceding 
year. The increase was mostly due 
to the higher price of power plant fuel 
and damage to rolling stock caused by 
a heavy storm that flooded a consider- 
able portion of the city. A considerable 
part of these expenses was balanced by 
new savings in maintenance of track, 
lines and equipment. 

During the winter tourist season a 
motor bus service was operated between 
the Parque Central and the principal 
hotels in Havana and the Hotel Almen- 


dares and the Casino in Marianao. This 
was started by other persons in 1921, 
using five single-deck Renault thirty- 
two passenger buses, but they were not 
successful. In 1922 the Havana com- 
pany bought the Renault buses and in 
addition built four double-deck buses 
of the Fifth Avenue, New York, type 
for thirty-four passengers, and since 
then they have been operating in half- 
hourly service in the tourist season 
while the Hotel Almendares is open, 
and on Saturdays and Sundays during 
other months, at 30 cents for the trip 
between Havana and the Hotel Almen- 
dares. In 1923 the gross earnings of 
the seven motor buses were $17,487 and 
the total operating expenses were 
$15,843. 


They Serve Civilization 


The National City Company, New 
York, is a firm believer in the future 
growth of public utilities. The company 
has endeavored to show the intimate 
connection between the public utilities 
and every phase of city and country 
life in “Mighty Servants of Civilization,” 
an instructive and attractively compiled 
booklet with illustrations of the various 
utilities in service. The investment 
angle is no small part of this enter- 
prise and a great deal can be learned 
about the financing of public utility 
companies after a reading of this book, 
as well as the reasons for utilities 
being good investments. 


STATISTICS OF RAILWAY SERVICE IN HAVANA 


Increase over 1922—~ 


1922 1923 Per Cent 

Total number of passengers carried............. 113,011,816 114,292,880 1,281,064 als 
Passenger Garsmules yay cr eee 17,532,658 17,722,683 190,025 1.08 
Passenger earnings. CAI aos basse $5,650,590 $5,714,644 $64,053 Laid 
Passenger earnings per car-mile..... $0. 3222 $0. 3224 $0.0002 0.06 
Total earnings from operation................. $5,756,438 $5,864,904 $108,465 1.88 
Total operating expenses..............-..-..+% $3,689,592 $3,728,344 $38,752 1.05 
Total operating expenses percar-mile...........  $0.2104 $0. 2103 $0. 0001* 0.05* 
Operating Tatio,) ai-b eek ie ee 64. 10% 63.57% 

Net earnings from operation. .... $2,066,845 $2,136,559 $69,713 3.37 


CONDENSED PROFIT AND LOSS ACCOUNT FOR THE YEAR ENDED DEC. 31, 1923 


Gross earnings from operations................++-+++++ 


Operating expenses 


Railway Light and Power ; 
Department Department Total 
$5,864,904 $7,593,159 $13,458,063 
ona 3,728,344 2,355,390 6,083,735 
$2,136,559 $5,237,769 $7,374,328 
ea $60,531 $171,500 $232,031 
a 40,000 212,200 252,200 
oe Sacvisy eee 3,373 
ats 637,188 479,977 1,117,166 
$741,093 $863,677 $1,604,771 
$1,395,465 $4,374,091 $5,769,557 
ae $607,175 $1,903,193 $2,510,368 
- 203,168 636,831 840,000 
$810,343 $2,540,024 $3,350,368 
$585,122 $1,834,066 $2,419,188 
Pe Se contin ch $193,037 
35,278 
(eee 149672 
$396,270 
“$2,815,458 
Beis woke boo atte soe $78,211 
te eee Se.” 46,993 
Clb sore pd ae Caen eae ras 16,433 
Se Fas ee TS SI os 137,861 
A onto racten atts Rae 149,824 29,325 
ed SIE MAE Tes iacloce, 6 tx hie ead al $2,386, 133 


Reorganization of Second Avenue 
Railroad, New York, Planned 


Plans for a reorganization of the 
Second Avenue Railroad, New York 
City, operating 23 miles of line, will 
be presented by a committee within a 
few weeks, and, when ratified by the 
several groups of bondholders, will be 
submitted to the courts, with a view 
to terminating the receivership by next 
fall. It is understood that a reduction 
of outstanding equities will be required 
for the company’s restoration. The 
total bonded debt is $8,860,000. | 

The receiver’s report for the nine 
months ended March 31 shows that the 
Second Avenue is about the only sur- 
face railway in Manhattan that in this 
period reported financial improvement. 
Passenger revenues were $714,906, an 
increase of $62,262 over the simila 
period a year ago. Operating revenue 
was $798,790, an increase of $49,715, 
while operating expenses were $658,547, 
a decrease of $22,044. | 

The total gross income applicable 4 
corporate and leased properties was 
$71,195, against a deficit of $633 in the 
preceding period, or an improvement 
of $71,828. After allowing for fixed 
charges of $158,996, practically all of 
which is in interest, there was a net 
corporate deficit of $87,801, compared 
to a deficit of $145,528 a year ago. No 
charge for depreciation is contained 
in the receiver’s report. 

The Second Avenue. Railroad was in- 
corporated in 1853, and its line leased 
in 1898 to the Metropolitan Street Rail- 
way at an annual rental of 8 per cent 
on the stock for the first three years 
and 9 per cent thereafter. In Septem- 
ber, 1908, Supreme Court Justice 
Bischoff appointed a receiver of the 
company in a suit brought by the 
Guaranty Trust Company to foreclose 
the consolidated mortgage of $5,682, 
000, against which there had _ beer 
issued a like amount of 5 per cent con- 
solidated gold bonds, due Feb. 1, 1948 


Tax Payment Problem in Seattle 


The latest problem before the oper; 
ators of the Seattle Municipal Rail. 
ways, Seattle, Wash., is where the 
money is to be obtained to pay the 
city’s share of the 1919 tax on thé 
street railway, which the Supremé 
Court recently ruled must be pait 
jointly by the city and the Puget Sount 
Power & Light Company. The sum 
with the heavy interest which has ac. 
cumulated, now amounts to more thar 
$650,000 for the city’s share, which i: 
three-fourths of the total. Two course: 
are said to be open, one to appropriate 
money from the street railway fund 
which is in low financial state, and thé 
other to obtain money from the genera 
fund. f 

If money is drawn from the stree 
railway revenue, Councilman E. L 
Blaine, chairman of the city finance 
committee, says there is grave douk 
that the department will go on a cas 
basis, as scheduled for May 10. 
states that the department is on al 
excellent financial basis at this ti 
with complete recovery at hand fron 
the $600,000 loss- incurred when : 


5-cent fare was.adopted last spri 
and should retire its bonded indeb 
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iss rapidly, if the proposed invasion 
r tax payment is not made. During 
arch $369,975 in interest and $833,000 
1 principal were paid on outstanding 
mds. Another big interest payment 
‘due in September, when $348,150 
ust be paid on four bond issues.- The 
st installment paid on the principal 
duced the amount of interest to the 
tent of $41,000. 

Corporation Counsel T. J. L. Kennedy 
s been asked to render an opinion as 
how the tax money may be secured. 


levated Sells Stock Direct 


$5,000,000 Prior Preferred Issue of 
Successor to Chicago Elevated 
Being Offered at Par 


Prior preferred stock of the Chicago 
wid Transit Company is _ being 
ered locally in Chicago to the amount 
$5,000,000 at par. The stock-selling 
mpaign is in charge of a central 
ecutive committee. The securities 
e being offered to employees first for 
period of three weeks starting at 
ce. At the end of that time the stock 
ll then be offered to the general 
blic through the employees as sales- 
n. 
The employee campaign is being 
ndled by five division managers, each 
resenting divisions of Chicago Rapid 
ansit Company, namely, the Oak 
rk, the South Side, the Northwestern, 
2 Metropolitan and the Loop or Cen- 
1 Division. Each division manager 
$s appointed five team captains, and 
sh of these captains will in turn have 
1 employee salesmen. Rivalry be- 
een teams and divisions is being 
intained by bulletins and posters. 
| sales reports are cleared through 
» central campaign office daily and 
mee go to the Utilities Securities 
mtipany, which will handle the rec- 
is and the money received on partial 
yments and will issue stock certifi- 
es when payment has been made in 
1. Many Rapid Transit Company 
ployees who have had previous ex- 
ence in the sale of other Chicago 
lity securities will take part in the 
sent campaign. The sale now being 
ducted is regarded as significant as 
and the earlier Chicago, Milwaukee 
North Shore campaign represent 
ring’ of railway securities direct to 
public without any of the incentive 
purchase which naturally adheres to 
rings of companies which include 
h light and power properties. 
‘he offering of prior preferred stock 
art of the program of new financing 
ler way for the Chicago Rapid 
insit Company intended to provide 
ds for carrying out extensive 
sical improvements and for refund- 
maturing obligations. In this 
nection the Illinois Commerce Com- 
sion has authorized the issuance of 
100,000 of first and refunding mort- 
e bonds to retire $8,000,000 of 
th Side Elevated bonds maturing 
y 1, 1924, and $5,000,000 of 7.8 per 
; prior preferred stock with divi- 
ds payable monthly at the rate of 
‘ents a share. Of the proceeds from 
new stock $3,000,000 will be used 
ay for the work of increasing plat- 
n lengths to accommodate eight-car 
ns, to acquire 100 new steel cars 
able for subway as well as elevated 


service, and to make certain changes 
in existing equipment to fit it for oper- 
ation in longer trains. It is estimated 
that the proposed changes will increase 
the capacity of the downtown loop 
structure 15 to 20 per cent. 

It is also planned to use not more 
than $2,000,000 from the new issue of 
stock to refund existing interest bear- 
ing obligations. At the completion of 
the present financing, the company will 
have the following securities out- 
standing: 


7.8 per cent prior preferred stock, 


series A (now offered)....... $5,000,000 
Preferred: stock siiiecs tee... None 
Common StOCK erate ets +. Li. 20,329,500 
Adjustment debenture bonds due 
1963, interest payable only if 
earned after dividends on prior 
DPreLermedrsStOGls success. s 18,563,000 
Mortgage bonds and equipment 
ODUNEALION Soe Marsietretereldse ess *47,600,000 
$91,492,500 


*Exclusive of $1,029,000 bonds in sinking 
fund and $12,292,000 bonds in escrow with 
the Central Union Trust Company, New 
York, withdrawable only against future im- 
provements upon Northwestern Elevated 
main line. No interest is payable on said 
escrow bonds while on deposit. 


In its prospectus the company points | 


out that the valuation of its property 
on the basis fixed by the [Illinois 
Public Utilities Commission in 1921 is 
$90,499,756, which leaves an _ asset 
equity of $23,336,756 to cover the new 
prior preferred stock, after deducting 
$66,163,000 for outstanding mortgage 
bonds, equipment obligations and ad- 
justment debenture bonds and without 
allowing for improvements to be made 
from the proceeds of the new stock. 
The company’s income statement for 
the year ended Dec. 31, 1923, follows: 
(STOSS), CAUHINES te uigisalereceia.cs 6+ +s $18,146,305 
Operating expenses, taxes, rent- 


als and depreciation or retire- 
ment reserve of $483,813..... 14,809,176 
Net earnings $3,337,129 
Interest charges (after eliminat- 

ing interest on the floating 

debt retired in the consolida- 

tion on Jan. 9, 1924) 


Net income (available for 
prior preferred dividends). $1,152,580 


2,184,549 


Winona Interurban to Be Sold 
May 29 


Judge W. B. Hile of the Superior 
Court at Elkhart, Ind., has granted the 
petition of Clarence J. Minton, receiver, 
for permission to sell the property of 
the Winona Interurban Railway. The 
order directs that the property shall 
be offered at public sale at the Court 
House in Elkhart on May 29 for not 
less than $150,000 for the Goshen divi- 
sion and a similar amount for the Peru 
division. 

As noted briefly in the EL&cTRIC 
RAILWAY JOURNAL for April 5, page 
561, practically all the bonds of both 
divisions of the road were purchased 
recently by Harry Reid and James P. 
Goodrich in anticipation of foreclosure. 
It is their intention to tie in the road 
under an operating agreement with the 
lines of the Interstate Public Service 
Company for through operation of 
trains from Louisville through Indian- 
apolis to South Bend and Chicago. 


Extra Dividend Declared.—An extra 
dividend of 75 cents a share in 6 per 
cent cumulative preferred stock has 
been declared on the common stock of 
the Federal Light & Traction Com- 


pany, New York, N. Y. This is in addi- 
tion to a quarterly cash dividend of $1 
a share, both payable July 1 to holders 
of record June 14. Similar amounts 
were paid April 1, 1924. From April, 
1923, to January, 1924, inclusive 75 
cents in cash and 75 cents in 6 per cent 
preferred stock were paid quarterly on 
the common shares. 

$1,250,000 Issue Extended and Sold. 
—Dillon, Read & Company, New York, 
announce the sale at 100 and interest 
of $1,250,000 of extended consolidated 
mortgage 54 per cent gold bonds of the 
Hestonville, Mantua & Fairmont Pas- 
senger Railway, included in the system 
of the Philadelphia Rapid Transit Com- 
pany. The issue consisted originally of 
3zs and 5s due May 1, 1924. The ex- 
tended bonds now constitute a first 
mortgage. ‘ 

Auction Sales in New York.—At the 
public auction rooms of A. H. Muller & 
Sons there were sold this week $5,000 
Interborough-Metropolitan Company 4% 
per cent collateral trust gold bonds, due 
April, 1956; April, 1921, coupons on, 
stamped; 24. 

Reproduction Cost Established.—Re- 
production cost of the St. Paul City 
Railway as of 1922 has been put at 
$13,581,353 by A. L. Drum, consulting 
engineer for the company, at the hear- 
ing before the Minnesota Railroad’ & 
Warehouse Commission in St. Paul to 
obtain a permanent rate of fare. The 
original cost was as purchased $12,- 
407,731. 

Deficit Increased Over 1921.—For the 
three months ended March 31, 1924, the 
operating revenue of the International 
Railway, Buffalo, N. Y., was $2,599,338, 
against $2,725,159 for the same months 
in 1921. Operation and taxes decreased 
from $2,497,489 in 1921 to $2,412,380 in 
the current year. The net income was 
a deficit of $196,720 for the period of 
January-March, 1924. For the same 
period in 1921 the deficit was $140,314. 
The company explains that because of 
the strike in 1922 and its effect on the 
revenue,and operating costs of the year 
1923 the calendar year 1921 is used for 
comparative purposes. 

Reports Loss.——The Waterloo, Cedar 
Falls & Northern Railway, Waterloo, 
Iowa, is being operated at a loss, ac- 
cording to a report compiled at the 
general headquarters: in Waterloo. The 
report for March, 1924, shows a loss of 
$11,779 as compared with $12,155 loss 
during the similar period a year ago. In 
1923 the gross revenue was $16,925, 
while last March the total was $15,425. 
The operating expense was also greater 
in 1923 than in 1924. The report shows 
a profit in actual operation exclusive of 
taxes and interest requirements. 

Seeks Appointment of Receiver.— 
Alleging default of payments of inter- 
est on a $1,200,000 bond issue, the 
Irving Bank-Columbia Trust Company 
of New York applied to the Federal 
Court in Columbus, Ohio, on May 9 
for the appointment of a receiver for 
the Columbus, Newark & Zanesville 
Electric Railway. The petition also 
asks foreclosure on a mortgage cover- 
ing $1,200,000 in bonds, a lien on all 
earnings of the company and the ap- 
pointment of a receiver by the Federal 
District Court. The Girard Trust Com- 
pany, trustee for the bondholders, is 
named party defendant in the action. 
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William M. Holland Resigns 


William M. Holland has tendered his 
resignation as president of the Dallas 
Railway, Dallas, Tex. It is announced 
at the offices of other officials of the 
company that the vacancy will not be 
filled for. some time. Mr. Holland, who 
is a former Mayor of Dallas, was elected 
president of the, utility company ten 
months after the death of the late J. 
F. Strickland, who; with C. W. Hobson, 
secured the present franchise under 
which the railway company*is author- 
ized to earn 7 per cent on its invested 
capital. 

In announcing the resignation of Mr, 
Holland, C. W. Hobson, chairman of the 
board of directors, said he would con- 
tinue to act as head of the utility until 
a successor to Mr. Holland was elected, 
which may not be for several months. 
Richard Meriwether will continue to 


serve’ as vice-president and general 
manager. Mr. Holland stated that he 
would devote all ‘his time to his law 
practice. : 


H. E. Vordermark and H. Bucher 
Advanced in Fort Wayne 


Reorganization of the executive staff 
of the Indiana Service Corporation, 
Fort Wayne, Ind., made necessary by 
the recent resignation of S. W. Green- 
land, vice-president and general man- 
ager, was completed on May 9. In the 
general operating staff H. E. Vorder- 
mark, who has been secretary and 
treasurer of the company since the re- 
organization in 1920, becomes vice- 
president and treasurer in charge of 
finances and purchasing. Henry Bucher, 
‘connected with the local organization 
for the past eight months, assumes 
charge of, the railway management of 
all lines under the service corporation 
system. R. L. Fitzgerald takes over 
the management of the light and power 
department. The changes, according to 
Robert M. Feustel, president of the 
company, will put the operating prob- 
‘lems of the Indiana Service Corpora- 
tion in the hands of two experienced 
‘engineering executives and the financial 
‘affairs under the direction of Mr. Vor- 
dermark, who has had thirty years’ ex- 
‘perience in such work locally. 

' The new vice-president and treasurer 
‘has been in the employ of the company 
since July, 1893, starting in as private 
secretary to Stanley Robinson, who was 
then ‘vice-president and- general’ man- 
ager of the old Fort Wayne Electric 
Railway, later changed to the Fort 
Wayne & Northern Indiana Traction 
Company. In 1898 he was appointed 
auditor and retained this position when 
the company was consolidated with the 
Fort Wayne & Wabash Valley. Trac- 
tion Company. The Fort Wayne. & 
Northern Indiana Traction Company 
later acquired this property and Mr. 
Vordermark was made auditor and sec- 
retary. Later he was elected vice-presi- 
dent and treasurer of the company. He 
is the oldest executive in the corpora- 


ELECTRIC RAILWAY JOURNAL _ 


Personal Items 


H: E. Vordermark 


tion service and knows the properties 
and their possibilities better than any 
other man in the company. He was 
‘born and reared in Fort Wayne..- 

- Henry Bucher, who assumes the title 
of manager of railways is a railway 
engineer who has been in Fort Wayne 
handling special railway operating 
problems for the past eight months. He 
has a wide engineering experience, hav- 
ing been engaged in construction and 
utility-operating work in various parts 
of the United States and Canada. Fol- 
lowing a service of two years in United 
States Government construction work 
in the Southwest, he became assistant 
engineer of the Railroad Commission of 
Wisconsin, leaving that work in 1913. 
Later he was engaged in valuation 
work, special traffic and - operating 
problems on the Bay State Street Rail- 
way, Boston, and on Pittsburgh and 
Philadelphia -railway. properties, the 
Nashville railway and lighting proper- 
ties and a number of other smaller 
properties. The Fort Wayne Company 
operates 199 miles of electric railway, 
139 of which are interurban and 60 of 
which are city. It does a general 
power and lighting business. 


Henry Bucher 


¢ - ) 


‘ on June 1 in Pittsburgh. He has ¢ 


_pany and still later was placed 


——— 
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Mr. Pharo to Enter Business 
for Himself — 


. H, A. Pharo has resigned as: supe 
intendent of. lines of the Pittsbur 
Railways to enter business for hims¢ 
ganized the Pharo Engineering Col 
pany, with offices at 517 Park Buildin 
and has secured a broad charter und 
Pennsylvania laws permitting the col 
pany to engage in many correlat 
activities, including selling. Mr. Pha 
is convinced there is”a good field in t 
Pittsburgh district for a manuf 
turers’ representative company — 
handle certain -lines -heretofore m 
keted only through the medium o 
factory sales organization. Mr. Pha 
has long been connected With the Pit 
burgh Railways. He is a member 
the committee on power transmis 
and distribution of the American Ek 
tric Railway Engineering Associatior 
= : Bi : S oe F 


; a ees j 
George L. Lucas, who has been ai 
ting chief executive officer of the Ni 
York Transit. Commission since 1% 
resignation of General Lincoln 

Andrews last -year,. will naturally — 
with the new city board of transpor 
tion when the transfer of the constn 
tion work from the commission to t 
new board is made on July 1. T 
appointment of Major Phillip Mathe 
to the position of chief executive offic 
as noted in this paper last week, wv 
a step in the reorganization attend 
upon this transfer. Mr. Lucas | 
been a member of the rapid transit ¢ 
gineering staff for more than twel 
years and during most of that ti 
he has been in charge of the impo 

work of material inspection. The ¢ 
pointment of Major Mathews has be 
made now so that he might have r 
sonable opportunity to familiarize hi 
self with the work before the divi 

of functions of July 1 and while 

Lucas remained an employee of 

transit commission. 


Carl H. Allen has been appoint 
superintendent of the Illinois Tracti 
Inc., with headquarters at Ottawa, 
This position has recently been rate 
-All department heads will report to 
Allen except the head of the traffic « 
partment, who will continue as bef 
to report to the general manager of 1 
company. “ae 

Baxton Blasser has been appoint 
chief electrical engineer of the Kan 
City Railways, Kansas City, Mo., 
succeed R. L. Weber, who has beco: 
connected with Stone & Webster. 


J. C. Schade, who for several yez 
has been general manager of 1 
Winona Interurban Railway, Wars 
Ind., has accepted a-position with 1 
‘Wisconsin - Public Service Corporat 
as manager of railways. He left M 
12 for Green Bay, Wis. After fe 
closure the Winona Interurban will p 
to interests represented by Harry R 
and J. P. Goodrich, as noted elsewher 
this issue..For many years Mr. Schs 
has been active in: the welfare of t 
Warsaw and Winona. It was in 1 
that. he: was placed in. charge of 
Winona Electric Light & Water: C 


ot 
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arge of thé finances of the Winona 
terurban Railway with the title of 
sistant treasurer. Mr. Schade re- 
ained in this capacity until. the 
ceivership in 1916 and was then 
pointed comptroller by the receiver, 
rving in that position until 1917, 
hen he was appointed general man- 
er in direct charge of the property. 


is probably a reflection of his man-_ 


yership that a comparison of the 
yen and a half years’ operating 
cord of the Winona company with 
her interurban lines shows that the 
fnona Interurban has been’ operated 
om 2 to 5 cents less cost per car- 
ile. 

G. W. Fry was elected peesacht of 
e Southwestern Public Service Asso- 
ation at its recent convention in New 
rleans. Mr. Fry is general manager 
* the Abilene Traction Company, 
bilene, Tex., and other properties of 
ie American Public. Service Company. 


Obituary 


Fred R. Cooper, general sales man- 
rer of the Gold Car Heating & Light- 
g Company, Brooklyn, N. Y., died at 
s home in Washington, D. C., on May 
), after a short illness. 

Henry Haven Windsor, editor and 
blisher of Popular Mechanics, died on 
ay 12 at the age of sixty-five in 
vanston, Ill. He is survived by his 
ife and one son, H. H. Windsor, Jr., 
9w. president of the magazine com- 
uny. Mr. Windsor entered the service 


' the Chicago City Railway (South 


ide lines) in 1883 as secretary. Before 
is he had been private secretary to an 
ficial of the Northern Pacific Railway, 
t. Paul. While with the Chicago com- 
any he founded, edited and became 
resident of the Street Ratlway Review. 
1 1! 01 he sold out his interest in that 
ublication to Fred S. Kenfield, with 
hom he had been associated. The 
treet Railway Review was again sold 
1 1906 to Hugh M. Wilson, who 
vanged the name to Electric Railway 
eview and made the paper a weekly 
stead of a monthly. He in turn sold 
, in 1908, to James H. McGraw, who 
ymbined it with his Street Ratlway 
ournal, forming the present ELECTRIC 
AILWAY JOURNAL. Following Mr. 
Jindsor’s association with the Street 
ailway Review he founded Popular Me- 
tanics, of which ‘he had. been editor 
nd publisher since 1901. Mr. Windsor 
as born in Mitchell, Iowa, in 1859, 
le son of a clergyman. He had two 
ears training at Grinnell College, fol- 
wed by a city editorship of the 
imes - Republican of Marshalltown, 
wa. 

Warren Young Soper, president of 
hearn & Soper, Ltd., Ottawa, Ont., 

ectrical engineers and contractors, 
ied on May 13 at Ottawa. Mr. Soper 
as one of the electric railway pioneers 
'Canada. He was connected for many 
ears with a large number of Canadian 
rporations. He had been a director 
f the Ottawa Car Company, vice-presi- 
ent of the Ottawa Street Railway and 
t times ‘was connected as an officer or 
irectar of many other public service 
nd manufacturing companies operat- 
ig in the Dominion. ; 


another order for street cars. 


: ~Manufactures and the Markets 


’ News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for. Discussion of Manufacturing and Sales Matters 


More Cars to Be Purchased 
for Detroit 


Detroit is on the eve of awarding 
Bids 
will be opened on the morning of May 
20. Later the same day the Detroit 
Street Railway Commission ‘will meet 
to go over the bids. It appears likely 
that’ an order for new equipment will 
be placed at once. This includes a prob- 
able order for ten additional articulated 
units. The present articulated train 
has proved to be popular with both 
railway officials and public. It is being 
run regularly in the rush hours on 
Woodward Avenue. 

This latest talk in regard to cars for 
Detroit has focused attention directly 
on this whole matter. For months now, 
in fact ever since the local road was 
taken over by the city, there have been 
rumors and still more rumors regard- 
ing the probable purchase of cars for 
Detroit. It hasn’t all been talk either. 
There have been some nice orders for 
equipment. In fact, Detroit’s appetite 
for cars has appeared to be insatiable. 
The end is apparently nowhere in sight. 
In 1922 Detroit ordered 200 cars and 
in 1923, not including some special type 
equipment, the city ordered 150 cars. 
So far this year contracts have been 
let for seventy-five cars. In addition 
the city is building twenty-six trailers 
in its own shops. Unofficial figures 
place the value of the new equipment 
purchased by the city at about 
$4,000,000. 

Despite all this the Department of 
Street Railways is short of cars. In 
fact, the department is still renting 
a few cars from the Detroit United 
Railway, though most of the equipment 
originally taken over under the leasing 
arrangement has been returned to that 
company. As for the future, there is 
a larger number of old cars destined 
for the scrap heap than has gone that 


| way in the past, but these cars are be-_ 


ing kept in service until new rolling 
stock is available. 


Metal, Coal and Material Prices 


Metals—New York May 13, 1924 
Copper, electrolytic, cents per lb... 
Copper wire base, cents per lb... 
Lead, cents per lb 
Zine, cents per lb? 
Tin, Straits, cents per Ib.. 


- Bituminous Coal focbo8 Mines 


Smokeless mine run, f.o.b. vessel, 
Hampton Roads, grosstons........... $4.425 
Somerset mine run, Boston, net tons.. 2.125 
Pittsburgh mine run, Pittsburgh, net tons i. 875 
Franklin, Ill., screenings, Chicago, nettons 2.175 
Central, TL. -, screenings, Chicago, net tons 1.90 
Kansas screenings, Kansas City, net tons 2.50 


Materials 
ae wire, N. Y.,. No. 14, per 
t. 


Weatherproof wire ‘base, N. ¥., “cents perlb. 17-50 


- Cement, Chieago net prices, without bags $2.20" 


Linseed oil (5- -bbl. lots), N.Y. lL. 0. 97. 

White lead, in oil (100-ib. Sash rN. ¥ Y., : 
cents per ib., carload lots.”. 12.25 

Turpentine (bbl. lots), N. Y., per gal... $0 91 


Railways Interested in Purchase 
of Traffic Signals 


Electric railways all over the coun- 
try are manifesting considerable in-— 
terest in traffic signals...The installa- 
tion and use. of such signals is pri- 
marily a city function, but the exten- 
sion of their use is a matter directly. 
affecting the railways because of 
the ever-increasing demands being 
made upon street space by the growing 
number of vehicles seeking accommo- 
dation on the highways. Perhaps the 
case of the Cleveland Railway, oper- 
ated under service-at-cost, is a little 
different from that of most other com- 
panies ‘in that the city has a direct 
interest in the welfare of the company, 
but be that as it may, the Cleveland 
Railway is buying a number of traffic 
signals after having tried some home- 
made ones. The city of Cleveland will 
operate the new devices. Among those 
so far specified by the company are 
two from Crouse-Hinds, : seven ‘from 
Essco at Peoria and two from Nichols- 
Lintern. 

While all these installations are 
primarily up to the city authorities, the - 
railways will have a good deal to say 
about them. The Cleveland Railway is 
also pioneering in safety zone protec- 
tion. It has ordered an installation 
with collapsible posts, made by the 
Griswold. Safety Signal Company, 
Minneapolis. It is understood that the 
order of the railway for equipment of 
this type is for five of these safety 
zones. Five others will be protected by 
flood light. 


Chicago Surface Lines Orders 
100 New Cars 


As a result of contracts awarded 
last week 100 new cars costing approxi- 
mately $15,000 apiece will be added to 
the rolling stock of the Chicago Sur- 
face Lines.. Of this number fifty are 
to be built in the company’s West shops 
and fifty will be built by the Light- | 
weight Noiseless Electric Street Car 
Company, Minneapolis, organized {by 
A. L. Drum. The latter cars will be 
built in the shops of the Twin City ~ 
Rapid Transit Company, Minneapolis. 


Deliveries will be made beginning Aug. 


15 and completed by Oct. 15 next. 
All these cars will be built according 
to the specifications of the Chicago 
Surface. Lines and will not embody any 
of the features of the so-called ‘“noise- 
less construction” which has been 
tried at Minneapolis. The use of band . 
brakes and roller bearings ‘and a car 
weighing only 25,000 lb. are the fea- 


* tures which the Minneapolis company 


has: considered. would produce a more 


“quietly running vehicle than the con- 


ventionally desigried car. : 
The equipment to be used’ on the’ 
Chicago cars is the same as~that de="~ 
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scribed in the April 12 issue of the 
ELEcTRIC RAILWAY JOURNAL when bids 
were sought. In addition to the infor- 
mation published then, General Electric 
air compressors, G. E. type M control, 
Tomlinson couplers, Duquad curtain 
fixtures, Fabrikoid curtains, Trolley 
Supply Company headlights and trolley 
catchers have been specified. The seats 
will be the St. Louis Car Company 
type. Brill 39-E trucks with Illinois 
Steel Company wheels and Carnegie 
Steel Company axles will be used. 
Motors will be G. E. 275. 


ee 
Rolling Stock 


Ottawa Electric Railway, Ottawa, 
Canada, recently placed an order for 
twenty passenger cars. This order is 
this year’s allotment of the forty-seven 
the company was called upon to provide 
under its new contract. The cars are 
known as “pay-as-you-leave” cars, 
but in practice they are “pay-as-you- 
pass,” as it is found in other places 
where they are used that more than 80 
per cent of the fares are collected be- 
fore the car stops to discharge pas- 
sengers. With their introduction the 
near-side stop will be adopted in 
Ottawa. Passengers enter at the front 
and leave by the rear. ‘The detailed 
specifications follow: 

Date or doll eager Aug. 15 


Builder of car body, , 
Ottawa Car Manufacturing Company 


Type of car, ; : 
Motor, semi-convertible, passenger 
Seating capacity 52 


Weight: 

Car DOG®. vo s.srk oie ae areiabahy ae 

"TrUCkS =v. ies) s 0 eis teehee inter slaieletnits 

HWaquipment -2).)-ciciieten rte pisrae at ots 

ova W ey tee etc CO oa a Soe 
Bolster centers, length 
Length ‘over all 244 v.25 
Truck wheelbase .......ss.+00-0. 5 ft. 4 in 
Wridth- Over illness cho: tte iabteee- treater : in. 
Height, rail to trolley base..... 11 ft. 2g in. 
BOY. 2 Ge She oie rok ateas pemtelie en themes eeeeieotee All steel 
Interior strimawein bins conan erate Cherry finish 
Headlinine .-. asciteite cas aration Panelite 
ROOt Sc... V sci noone eee eee Monitor deck 
(Air Prakes sey. teeter ee Safety car type 
ATMAture HATING certo myer cesvessistets Bronze 
JA ZTGS Sick teey aie Faeoeal oa ireeaea. let ete eae eee 4% in. 
Bumpers). 2 -snioer .Hedley anti-climbers 
Car signal system............ Consolidated 
Car trimmings Bronze 


Center and side bearings.......... Friction 
Conduits and junction boxes, 
Northern Hlectric 
Bie ord: avare,sa:lal ePatggerere rgheatte terete nate GH-K35 
Couplers. ss..<c) ieee be ok ee Eee Hovey 
Destination signs 
Door-operating mechanism, 
National Pneumatic 


Control 


Hare DOXES).hii os 8 aie eee Cleveland No. 5 
Lifeguards... 4 0.s.cci « seleaselervateaniiaceereeeens H-B 
Gears and pinionsite.ccns: Nuttall helical 
Hand “brakes tss.c eee eas Ackley staffless 
Heater equipments au. asieier Consolidated 
Journal hearings 44, =~ eeeictete Friction 


Journal boxes....... Canada Car Company 
Lightning arresters ..:.....% Westinghouse 
Motors.... Westinghouse, 514A, inside hung 


SANGERS s ... ce eek et eae Ohio Brass 
Sash fixtures; s. 55. Ottawa Car Mfg. Co. 
Seats) s.7. hese nee Ottawa Car Mfg. Co. 
Heating: material) a. nia eee Rattan 
Slack adjusters \o2 ne eee Westinghouse 
SOnMSs = ar. teenie Half elliptic and coil 
Step. treads? <<. cusweers Sean ene Mason 
Trolley seatchers®.,.4\. 2.0 eee eee Eclipse 


TrOMeyBaASess te ccicn selee eee Nuttall No. 11 


Ottawa Car Manufacturing Company 


BELUCS! eye dts e cieterate Canada Car Company 
Wentila tors | a.) 8) eee Nichols-Lintern 
Wheels: 4.48 < ocx Chilled steel, 26 in. 


; Cleveland Railway, Cleveland, Ohio, 
is building sixteen trailers at its Har- 
vard Avenue shops. 


Indiana Service Corporation, Fort 
Wayne—Union Traction Company, An- 
derson, is contemplating, it is reported, 
the purchase of about ten all-steel in- 
terurban cars. The cars, it is under- 
stood, will be of the model recently de- 
veloped by A. W. Redderson, super- 
intendent of motive power of the In- 
diana Service Corporation. Ten of 
these are already in service on the Fort 
Wayne-Van Wert and the Fort Wayne- 
Decatur lines. 


Grays Harbor Railway & Light Com- 
pany, Aberdeen, Wash., has purchased 
a new car for use between Aberdeen 
and Cosmopolis. 


New Orleans Public Service, Inc., 
New Orleans, La., is rebuilding a num- 
ber of its double-truck cars for train 
operation on the Spanish Fort line. 
The motor cars will be equipped with 
four G.E. 67 motors per car and will 
pull one, two, or three trail cars. 
Automatic air connections with door 
interlocking mechanism through ‘Tom- 
linson couplers will be provided. The 
trailers are rebuilt open cars, but will 
have windows and sash for use in 
winter on heavy industrial lines. 


Track and Line 


Cincinnati, Ohio.—Sealed proposals 
will be received at the office of the 
Board of Rapid Transit Commissioners, 
until June 6, 1924, for the construction 
of about 5.3 miles of rapid transit line, 
including 1,600 ft. of subway. ‘The 
total: estimated cost is approximately 
$1,000,000. 


New York, N. Y.—The Board of Esti- 
mate has rejected the Transit Commis- 
sion’s award to the Oakdale Contracting 
Company, the lowest bidder for the 
construction of the first section of the 
new Brooklyn crosstown subway. 


Chicago Rapid Transit Company, Chi- 
cago, Ill., has started formal construc- 
tion of the 5-mile elevated extension 
which will run through Evanston and 
Niles Center to Dempster Street. Pre- 
liminary construction work has already 
progressed to a considerable extent, 
including the building of a narrow- 
gage line and a trestle across the north 
shore channel for the moving of mate- 
rials. 


Wisconsin Gas & Electric Company, 
Kenosha, Wis., has agreed to comply 
with the request of the city manager 
to repair the pavement between its 
tracks on Milwaukee Avenue as soon 
as local steam railway crossing work 
is completed. 

Duluth Street Railway, Duluth, 
Minn., will build this year 14 miles of 
track to be known as the Kenwood ex- 
tension. This new line will serve a 
fast-growing community and the ex- 
tension has been ordered by the City 
Council to be completed and in opera- 
tion by Aug. 1. 

Birmingham Electric Company, Bir- 
mingham, Ala., will pave along the car 
tracks on First Avenue from Forty- 
first Street to Fifty-seventh Street and 
from a point near Eightieth Street to 
Eighty-fifth Street. This was ordered 
by the City Commission. Estimated 
cost of the work is $138,400 and under 
an agreement recently reached by the 


city and railway this work will be don 
without any cost to the city. The cos 
of track reconstruction necessary be 
fore the paving is done, it is estimated 
will make the cost something lik 
$300,000. 


Trade Notes 


Worthington Pump & Machinery Cor 
poration, New York, N. Y., has close 
its power and mining works at Cudahy 
Wis., “in order to concentrate our man. 
ufacturing facilities as much as pos- 
sible.” All lines of product will be 
transferred to the company’s othe 
works excepting only the mining 
crushing, cement and creosoting ma- 
chinery which will be discontinued. 


-Allis-Chalmers Manufacturing Com- 
pany, Milwaukee, Wis., has taken over 
crushing, cement, mining and creosot- 
ing machinery lines of the Worthing- 
ton Pump & Machinery Corporation 
and will continue their manufacture at 
the West Allis Works. Special atten- 


tion will*be given to the prompt ship- 
“ment of repair and spare part orders. 


The Pantasote Company, New York, 
N. Y., announces that W. A. Lake, who 
has been connected with the company 
for the past fifteen years, has been ap- 
pointed sales manager of the railro 
and marine department for the disposi 
tion of all Pantasote and Agasote preg 
ucts in those fields. L. 


Atlanta, Ga.—The Beeler Organiza- 
tion, New York, has been engaged bj 
the city of Atlanta to make a valuatior 
of the railway property of the Georgia 
Railway & Power Company.-This or- 
ganization has been engaged for some 
weeks past in making a traffic study in 
Atlanta for the city and has made a 
preliminary report, which will shortly 
be reviewed in the JOURNAL. 


New Advertising Literature _ 


Westinghouse Electric & Manufactur- 
ing Company, East Pittsburgh, Pa., has 
issued a twenty-four-page booklet dé 
scribing and stating the application o 
various varnishes, insulating compou 
and finishing materials. The book 
which is known as Folder 4249 B, 
tains complete information for the 
of insulating materials in these classi 
fications and has been designed as | 
book for ready reference in the selec 
tion of such material. All of 
materials described are used in 
manufacture of Westinghouse elec 
apparatus and are also made availab! 
to the general trade. a 

Hubbard & Company, Pittsburgh, P: 
has issued a bulletin describing 
complete Hubbard line equipment. 


Ramsey Chain Company, Inc., Alba 
N. Y., manufacturer of the chain ¥ 
the compensating joint, has issued 
complete text book on power trans 
sion, and silent chain transmissio 
particular. It treats of the compa 
sons. between the various method 
drives, leather and rubber beltii 
gearing, direct drives and silent ché 
It also covers many transmis: 
problems. : 


